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e All Back the Recovery Program 


It means more Business; more Jobs; more Ships 


Naturally, McCormick would be among the first to subscribe to the NRA and it is 
our belief that universal backing of this recovery program cannot help but stimulate 
a most satisfactory business increase. McCormick offers its Big 4 Trade Routes for 
the convenience of shippers east and west: Pacific-North Atlantic Service; Pacific 
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STARRETT LEHIGH 
BUILDING 





RAILWAY EXPRESS 
RECEIPTS - 





Look Before You Locate 


DECI 
Starrett Lehigh Building, bounded by West 26th and Ik A P 
West 27th Streets and 11th and 13th Avenues, New make ssurance ; 
York City, affords an excellent location for manufac- ; 
turing and distribution. Double SURE 


IT HAS — 


® Lehigh Valley Railroad freight terminal on street level. 


PRO 


Freight elevators direct to platform in rail yard. A receipt to the shipper at the time our - 
® Truck elevators to all floors with convenient truck pits, Expressman calls for the shipment and a MIs 
offering street floor facilities throughout the building. second receipt, signed by the consignee on - 
e ene 52,000 to 124,000 sq. ft. Smaller units may delivery, make doubly certain the safe . 
® Low insurance rates. arrival of your goods at their destination. 
® Live steam for manufacturing purposes. Years of experience have proved the “‘safe- 
° Fast passenger elevators. ness” of this checking method. It is the ” 
"etre ene Sarker shep. shipper’s most dependable safeguard, for it ” 
INVESTIGATE THE ADVANTAGES OF THIS BUILDING protects the shipper from losses in transit R 
You will find it easily adaptable as your Eastern manu- and from possible claims from the consignee. T 
facturing and distributing plant, sales and display For your own peace of mind make use of e 
offices. It is situated on wide thoroughfares in the this tested Railway Express service. 


center of Manhattan. 





Nationally-known concerns, already occupants of the 


Inuilding, have been able materially to lower their New bed A I LWAY 


‘York operating costs and at the same time increase 


their efficiency. You, too, can save here. E x fp nad ESS 


Starrett Lehigh Building Agency, Inc. 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-0297 NATION-WIDE AIR AND RAIL SERVICE 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





INCONSISTENT POLICIES 


T is not so much the unsoundness of some of the pres- 

ent policies of the national administration that con- 
demns them as the inconsistencies in those policies; most 
people think they have neither the knowledge nor the 
ability, even if they knew the facts, to combat things sug- 
gested by the President of the United States and mem- 
bers of Congress; therefore, they “go along” and look 
askance at mere editors and such who venture to take 
issue with the statesmen, forgetting that, for the most 
part, these so-called statesmen are mere politicians, 
elected to high office and, therefore, mistakenly supposed 
to know all about the things they discuss. A Secretary 
of War, for instance, must speak with authority about 
inland waterways, because the government barge line is 
under his control, though he may never have heard of 
it or known that there was such a thing as barge trans- 
port until, through the exigencies of politics, he was ap- 
pointed head of the War Department. Likewise, one must 
be possessed of an unlimited amount of temerity to ques- 
tion an opinion of the President, though a president is 
just another politician elected to office, dealing with a 
lot of things in which he is not expert and whose poli- 
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cies may well be questioned by persons who think they 
know something about the subjects under consideration. 

But even persons with this inferiority complex—not 
only for themselves, but for others who venture to debate 
administration policies—must be able to see the incon- 
sistencies in some of these policies and that they are con- 
demned by these very inconsistencies as half-baked and 
unscientific—the results of impulse rather than sound 
economic thought. For instance, we have a policy, ex- 
pressed in the railroad coordination law, of economy and 
waste-saving for the railroads, whereas, for industry gen- 
erally, under the national recovery act, the policy is for 
expansion—the borrowing of money to make the wheels 
go round, when it is doubtful how long the wheels thus 
stimulated will continue to go round and what position 
the owner will be in if and when they cease turning; 
even the railroads, in spite of the policy of economy 
urged in the coordinator law, have been solicited to buy 
steel rails and rehabilitate equipment—borrowing money 
for that purpose—though it would seem that what they 
should do in the situation that confronts them is to 
economize and pull themselves out of the hole. 

We have the policy of killing pigs—actually destroy- 
ing food while thousands are in want—in order that the 
little pigs whose lives are thus snuffed out, by never go- 
ing to market, may make a better price for those who 
are able to make the trip. We “turn under” part of the 
cotton crop in order to make a better market for cot 
ton. And yet we continue to operate government barges 
on the rivers to increase, rather than decrease, transpor- 
tation facilities and thus make a better business for legiti- 
mate transport. Now comes also Mr. Dern, Secretary of 
War, and tells the country that President Roosevelt is 
in favor of the St. Lawrence Seaway—which, of course, 
we knew before—another expensive way of increasing 
transportation facilities when no such increase is needed. 
If it is right to kill pigs so as to increase the price, and 
destroy cotton for the same reason, how does it become 
right to increase transportation facilities in order to 
bring the price of transport down? Surely both policies 
cannot be justified; one or the other is wrong. 

And the citizen and taxpayer catch it both ways; 
they pay more for food that the farmer may earn more 
money, and they pay higher taxes that transportation 
facilities may be increased, the fact, as the new Secretary 
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of War has yet to learn, being that reductions in freight 
rates brought about by these schemes are not a fair offset 
to the money paid in taxes to make them possible, and, 
even if they were, the taxpayers as a whole are paying 
for works that result in benefit to only a comparative 
few. 

So we say, the policies with which we are now deal- 
ing and by which we are governed are a hodge-podge, the 
reasons for which no man can understand or explain— 
not even the authors of them. 


BUSINESS MORALITY 


HATEVER one may think about the national in- 

dustrial recovery act and the administration of it 
as to the soundness of the policies involved and the benefi- 
cent results to be looked for in the restoration of pros- 
perity, there is something to be expected from the popu- 
larity—if it continues—of the doctrine of abolition of 
unfair competition and trade practices. Just now we 
are going through what seems to be a great spiritual re- 
vival in this respect. How much of it is evanescent en- 
thusiasm, how much of it is forced by fear of conse- 
quences, and how much of it is the result of earnest 
thought and conviction there is no means of knowing 
and, therefore, it cannot be predicted how long it will 
last or how sincere or widespread will be the desire for 
fair business tactics. But there is no question as to the 
movement now in favor of putting all business on a fair 
basis with respect to competition and trade practices. 
It is not popular now and it will not be legal under the 
codes adopted by the various industries and promulgated 
by the government for one business man to take an un- 
fair advantage of another. Competition must be based 
on efficiency and service and business-getting must not 
result from more or less contemptible practices. 

We have no idea that human nature has so radically 
changed since President Roosevelt was inaugurated as 
to effectuate this policy generally and without question 
because it is right, but, at least for the present, it is be- 
ing more or less effectuated by law with public approval. 
To the extent that it is accomplished and remains per- 
manent much is to be expected for the improvement of 
conditions in the transportation industry. The policy of 
fairness in competition cannot long remain the law of 
the land or become ingrained in the public conscience 
without evidencing itself in governmental policies with 
respect to transportation. Anything else would be illogi- 
cal and inconsistent. How can a statesman or a business 
man advocate, for instance, rigid rules for preserving 
fair competitive conditions between motor truck opera- 
tors and at the same time advocate or approve unfair 
competitive conditions as between motor trucks and their 
competitors, the railroads? How can one on principle, 
advocate fair competitive conditions on the waterways 
and continue to be complacent with respect to unfair 
competition between the waterways and other forms of 
transport? And so on and so on. 
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Of course, much depends on what those charged wit, 
the responsibility of decision consider fair and unfair, 
but we do not believe there can be much argument aboy 
that when men sit down together to consider such things 
with the desire to be fair instead of to cut each other 
throats. If that charitable disposition now exists ag q 
consequence of the great revival in American thought 
that is supposed to have taken place, or as a result of 
compulsion under the recovery act, then we may hope 
for a sound and decent solution of the transportation 
problem, the competitive aspect of which has been q 
source of discouragement for years. We may hope not 
only that the recommendations of Coordinator Eastmap 
for permanent transportation legislation, the report of 
the transportation conference organized under the lead. 
ership of Harry A. Wheeler, the result of the referendum 
being conducted by the Chamber of Commerce of the 
United States, will be along sane and fair lines, but that 
their fairness will commend itself to the various business 
interests involved so that the result will be unopposed 
proper legislation. 

If such an era of sweetness and light results from 
N. R. A., the new deal will have justified itself at least 
to that extent, if not as a means of restoring prosperity. 
We are still of the opinion that morality cannot be en- 
forced by law in business any more than in drinking 
liquor, but perhaps we are wrong; we hope we are—or 
rather, we hope the law commanding morality in busi- 
ness is the result of a real public sentiment that seeks 
only expression in the law to make itself effective. That 
was what was supposed to be behind prohibition, but 
either it was not or sentiment changed. Anyhow, it is to 
be hoped that there is no mistake this time and that we 
may soon see the Railway Executives Association, the 
National Industrial Traffic League, the organizations of 
truck operators, and General Ashburn, with their arms 
around each other singing “Dear Old Pal.” 


VOLUME OF TRAFFIC 


The vohime of freight traffic handled by the Class I rail- 
roads in July, measured in net ton miles, showed an increase 
of 38.8 per cent above the same month in 1932, according to 
reports received by the Bureau of Railway Economics. 

Freight traffic in July amounted to 26,459,634,000 net ton 
miles, compared with 19,065,342,000 net ton miles in July, 1932, 
or an increase of 7,394,292,000 net ton miles. Compared with 
the same month in 1931, however, the volume of freight traffic 
in July this year was a reduction of 3,815,947,000 net ton miles 
or 12.6 per cent. 

In the Eastern district, the volume of freight traffic han- 
dled in July was an increase of 45.8 per cent compared with 
the same month in 1932, while the Southern district reported 
an increase of 43 per cent, and the Western district, an in- 
crease of 28 per cent. 

Freight traffic handled by the Class I railroads in the first 
seven months of 1983 amounted to 150,189,406,000 net ton miles, 
an increase of 3,162,529,000 net ton miles or 2.2 per cent over 
the corresponding period in 1932, and a reduction of 54,430,086,000 
net ton miles or 26.6 per cent under the corresponding period 
in 1931. 

Railroads in the Eastern district for the seven months’ pe- 
riod in 1933 reported an increase of 2.7 per cent in the volume 
of freight traffic handled compared with the same period in 
1932, while the Southern district reported an increase of 5.2 
per cent. The Western district reported an increase of three- 
tenths of one per cent. 
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Current Topics in 
Washington 





Nearly every day Public Works Ad- 
ministrator Ickes announces that he has 
made a loan to some enterprise that seems 
somewhat removed from the idea that pub- 
lic money should be used only for public 
purposes, as, for instance, a terminal mar- 
ket. A two-headed query is natural. The first is as to whether 
the government, in lending that money, is not using funds 
raised, in part, by taxes, on other warehouses to provide a 
competing enterprise. The second is as to how many of the 
enterprises made possible with public funds will go into default 
so that the government will have to take them over. 

Lending to railroads, which the government has been doing 
to the extent of about a third of a billion, it might be suggested, 
is extending help to private enterprises of a quasi-public char- 
acter, Which some think should be wholly public in character. 

Markets, in much litigation, have been regarded as being 
in the category with railroads, but the line of cases looking 
in that direction is believed to be shorter than cases leaving 
a doubt as to whether they are public institutions. On account 
of the warehousing functions performed by terminals, there 
is practically no doubt about the use of public money to set 
up competition with warehouses wholly built and sustained by 
private funds. 

Loans of that sort, however, it might be asserted, are 
but flea bites in comparison with the competition that will be 
set up by the government with its own citizens if and when 
the St. Lawrence waterway is built. If it is a successful en- 
terprise, in the sense of providing navigation and power, then 
it will tear into the revenues of the railroads that have been 
built by private capital, into power and light companies built 
by private capital, and coal mines that have been developed by 
private capital. ; 

It may be seemly for a government to put itself into com- 
petition with those whose money has supported it so that some 
of the people of the country niay have transportation for the 
whole cost of which they do not pay. Optimistic estimates of 
army engineers, according to Secretary Dern’s speech at Duluth 
on September 16 (elsewhere in this issue), say that the enter- 
prise will cost the people of the United States only $169,000,000, 
net. There are those who believe there is a Col. Mulberry 
Sellers or two in the army corps of engineers and believe the 
enterprise will cost the country much more than that. They 
believe it can be shown that it would be much cheaper for the 
country to pay a large share of the freight bill on all the 
commerce carried between the United States and the rest of 
the world than to pay the interest on the money it will take 
to build the waterway. 

The construction of the railroads opened the parts of the 
country the waterway is expected to help. It might be sug- 
gested that, if the costs of transportation by railroad have 
become too high for them to pay the prevailing rates, the blame 
can easily be shown to rest on government. Taxes and wages 
for railroad employes, the latter imposed by legislation, have 
grown to indecent size in comparison with the earnings of the 
farmers who have been led to believe that the waterway will 
open the mines of Inde to them, 

Spending of hundreds of millions to overcome the evil 
effects of taxation and the fixing of wages by law above an 
economic level, it might be suggested, is running a truck over 
the farmer in one direction and then reversing the engine so 
as to run over him again in the other direction. And that 
takes no account of money that will be lost by investors in rail- 
roads, power plants, and coal mines by reason of the things 
public “servants” have done to their supposed masters. 


public Money 
for Semi-Private 
Enterprises 





The bituminous coal code having been 
made, that part of the Department of Com- 
merce building which houses the National 
Recovery Administration, by comparison with 
other days, looks like a deserted village. 
Its place in turmoil, seemingly, is about to 
be taken by Agricultural Adjustment Administration. 


Prosperity by 
Paradox Now 
in First Place 
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The latter is that part of the government which, in the 
eyes of some, is to restore prosperity by doing paradoxical 
things. For instance, cotton is to be plowed under to an extent 
that, perhaps, 250,000 laborers heretofore engaged in hoeing 
cotton (“chopping cotton” is the technical language for the 
operation in the south) will not need to work. Pigs are being 
converted into tankage—that is, fertilizer—so as to relieve the 
pig farmer, though when the acreage of cotton and other crops 
is kept down it is suspected less instead of more fertilizer will 
be needed. 

Much attention is also being given to the efforts of Public 
Works Administrator Ickes. He is ladling out money to reclaim 
lands and make them fit for the cultivation of crops which 
another part of the government, by its acts, is saying are not 
needed. 

If the plans to cut down the supply of foodstuffs succeed 
in bringing about a better situation, in an economic sense, it 
may be necessary for churchmen to consider amendments to 
the prayer book with a view to the elimination of any words 
that might be construed as constituting a prayer for bountiful 
crops, 





Men who look at the graphs or 
figures showing carloadings have noted 
that there is a small dip in the line 
early in August, no matter whether it 
is a year of good or bad carloading. But no one having either 
a profound or a slight acquaintance with carloading figures 
undertakes to explain why the dip is always to be found. It 
is there just as regularly as the north star is in its place. 

Every other dip in the line is explained as resulting either 
from the intervention of a holiday, the end of a seasonal har- 
vest movement, or something of that sort. But no explanation 
is attempted by the wise ones for that August decline, 

It may be that just about that time the country says “ho, 
hum,” and decides to go fishing. That is as near an explana- 
tion as can be found among those who have noted the phe- 
nomenon. 


Why the August Dip 
in Carloadings? 


William E. Humphrey, a member of 
the Federal Trade Commission, has re- 
fused to send hig resignation to Presi- 
dent Roosevelt, as requested. He has 
declined on the ground that the Presi- 
dent has no power to remove him ex- 
cept for wrong doing or incompetence, neither of which Hum- 
phrey admits. 

This little explosion in the regulating body has again raised 
the question of the President’s power over independent commis- 
sions, a matter in which the Commission, commissioners, and 
practitioners manifested an intense interest last spring. 

Commissioner Humphrey will fight. In the fourteen years 
he was in Congress from the Seattle district he was a fighting 
man of the best type. 

At the time Humphrey raised the issue it was suggested 
that, perhaps, the President would elect, under his reorgani- 
zation powers, to get rid of Humphrey by abolishing the trade 
body or reducing it to one man so there would be no room for 
the Washington statesman, rather than have the question fought 
out in the courts. 

Abolition by the President, it was suggested, would also 
raise a question in the courts as to whether commissions such 
as the Interstate and Federal Trade were in contemplation 
when Congress enacted legislation authorizing economy moves 
in the executive branch. Everybody admitted that the economy 
legislation embraced departments headed by cabinet officers 
and other agencies that exercised purely executive duties. The 
President’s advisers are understood to be of the opinion that 
his power extends over the commissions exercising legislative 
powers as well as executive powers. They, however, are not 
followed in that opinion by many familiar with the expressions 
of the courts, particularly about the Interstate Commerce Com- 
mission. 

Aside from that, however, is the question of the meaning 
of the language pertaining to the tenure of office of members 
of the Federal Trade Commission. Humphrey says the Presi- 
dent has no power except in case of incompetence or wrong- 
doing to deprive him of an office to which he was appointed 
for a term lasting about five years longer. The Senate con- 
firmed the appointment. 

The President, in substance, has abolished the Shipping 
Board. The three navy officers constituting it are now called 
advisers in a bureau of the Department of Commerce subject 
to the jurisdiction, in the first instance, of an assistant secre- 
tary. In him rests, subject to review by Secretary Roper, the 
power to declare what are lawful rates. Whether that is in 
consonance with the law is a question that may be raised in 


Humphrey Holds 
His Neck Is Not 
Fitted for the Ax 
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a court if and when some carrier by water feels itself aggrieved 
by what is done by the United States Shipping Board Bureau 
of the Department of Commerce—the name by which that once 
supposedly powerful board is now known. 

Such power over railroad rates placed in the hands of an 
assistant cabinet officer or a bureau subject to him, it is be- 
lieved, would cause a first class explosion. 


Here is a paragraph that appeared 
in a column of Washington gossip 
anent the conduct of Irwin H. Hoover, 
for about forty years chief usher at 


Ethical Conduct Among 
White House Attaches 


the White House: 


Few know that the late ‘‘Ike’’ Hoover (White House major domo) 
turned down a magazine offer of $25,000 for his memoirs shortly be- 
fore his death. That would have been a fortune for him. He de- 
clined on the ground that his personal observations inside the White 
House were confidential and should be kept so. He knew plenty about 
ge = on inside, but was loyal to every President under whom 

e served. 


That was intended to be complimentary to Hoover. It is 
a question, it is believed, whether it is. It certainly would 
not be especially complimentary to Rudolph Forster and Maurice 
C. Latta, executive clerks, Police Captain Dalrymple, and Police 
Lieutenant Seaman at the White House, and other members of 
the staff who have been on duty there for a generation to say 
they had refused to be tattlers for pay. 





Robert Walton Moore, or, as more 
familiarly known, R. Walton Moore, well 
remembered by the older commissioners 
and practitioners before the Commis- 
sion, has been appointed Assistant Sec- 
retary of State in the vacancy created 
by the resignation of Prof. Raymond Moley. Mr. Moore, after 
many years of practice before the Commission as attorney for 
southern railroads, served in Congress with Cordell Hull, the 
Secretary of State. They were kindred souls in Congress. The 
fully poised Moore, those who know him are sure, will never 
create a situation such as brought Moley into conflict with 
his superior, and, it is believed, caused great annoyance to 
President Roosevelt.—A. E. H. 


R. Walton Moore 
Now in the 
Diplomatic World 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended September 
9 totaled 571,387 cars, according to the car service division of 
the American Railway Association. Due to the observance of 
labor day this was a reduction of 95,265 cars under the pre- 
ceding week this year but an increase of 69,850 cars above the 
corresponding week in 1932. It was, however, a decrease of 
96,363 cars below the corresponding week in 1931. 

Miscellaneous freight loading for the week of September 9 
totaled 204,555 cars, a decrease of 25,841 cars below the pre- 
ceding week, but 21,250 cars above the corresponding week in 
1932. Compared with the same week in 1931 it was a decrease 
of 47,272 cars. 

Loading of merchandise less than carload lot freight totaled 
148,156 cars, a decrease of 23,676 cars under the preceding 
week, 1,876 cars below the corresponding week last year, and 
39,092 cars below the same week two years ago. 

Grain and grain products loading for the week totaled 
26,804 cars, a decrease of 5,603 cars under the preceding week, 
9,066 cars below the corresponding week last year and 6,768 
cars below the same week in 1931. In the western districts 
alone, grain and grain products loading for the week ended 
September 9 totaled 17,657 cars, a decrease of 7,436 cars below 
the same week last year. 

Forest products loading totaled 22,260 cars, 3,196 cars below 
the preceding week but 6,704 cars above the same week in 
1932. It was, however, 1,921 cars below the same week in 1931. 

Ore loading amounted to 34,696 cars, a decrease of 5,549 
cars below the preceding week, but 28,571 cars above the cor- 
responding week in 1932 and 4,431 cars above the same week 
in 1931. 

Coal loading amounted to 109,342 cars, a decrease of 31,023 
cars below the preceding week, but 19,983 cars above the cor- 
responding week in 1932. It was, however, a decrease of 2,924 
cars under the same week in 1931. 

Coke loading amounted to 6,838 cars, 527 cars below the 
preceding week, but 3,698 cars above the same week last year, 
and 2,180 cars above the same week two years ago. 

Live stock loading amounted to 18,736 cars, an increase of 
150 cars above the preceding week, and 586 cars above the 
same week last year but 4,997 cars below the same week two 
years.ago. In the western districts alone, loading of live stock 
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for the week ended September 9 totaled 14,589 cars, an jp. 
crease of 637 cars compared with the same week last year 

All districts, except the southern, reported increases in the 
total loading of all commodities compared with the same wee 
in 1932, but all districts reported decreases compared With the 
corresponding week in 1931. 

Revenue freight loading by districts for the week ended 
September 9, as compared with the corresponding period of 
1932, was reported as follows: 


Eastern district: Grain and grain products, 4,182 and 5,056; live 
stock, 1,791 and 1,703; coal, 24,832 and 18,044; coke, 1,765 and 873; 
forest products, 1,962 and 1,119; ore, 3,315 and 1,206; merchandise. 
L. C. L., 40,618 and 38,608; miscellaneous, 46,416 and 38,708; total, 
1933, 124,881; 1932, 105, 317; 1931, 141,167. 

‘Allegheny district: Grain and grain products, 2,414 and 2,533: 
live stock, 1,347 and 1,313; coal, 28,631 and 19,342; coke, 2,825 and 
1,132; forest products, 1,207 and 622; ore, 7,809 and 573; merchandise, 
L. Cc. L., 29,378 and 30,026; miscellaneous, 43,614 and 34,383; total, 
1933, 117,225; 1932, 89,924; 1931, 135,284. 

Pocahontas district: ‘Grain and grain products, 224 and 259; live 
stock, 272 and 322; coal, 29,942 and 26,485; coke, 393 and 141; forest 
products, 647 and 402; ore, 229 and 166; merchandise, L. C. L., 4,758 
and 4,634; miscellaneous, 5,069 and 4,568; total, 1933, 41,534; 1932, 
36,977; 1931, 45,844. 

Southern district: Grain and grain products, 2,327 and 2,929; live 
stock, 737 and 860; coal, 13,716 and 14,186; coke, 344 and 231; forest 
products, 6,122 and 5,307; ore, 736 and 72; merchandise, i C. a, 
25,927 and 27,010; miscellaneous, 26,061 and 26,770; total, 1933, 75,970; 
1932, 77,365; 1931, 94,777. 

Northwestern district: Grain and grain products, 8,210 and 11,873; 
live stock, 5,815 and 4,594; coal, 3,940 and 3,240; coke, 1,209 and 555; 
forest products, 5,583 ‘and 2,996; ore, 21,578 and 3,029; ‘merchandise, 


L. C.. da, 16,184 and 171,763; miscellaneous, 20,949 and 21,245; total, 
1933, 84,018; 1932, 65,285; 1931, 94,159. 
Central western district: Grain and grain products, 6,797 and 


9,796; live stock, 6,961 and 7,416; coal, 5,529 and 5,539; coke, 205 and 
107; forest products, 3,878 and 2,788; ore, 804 and 933; merchandise, 
L. C. L., 20,002 and 20, 507; miscellaneous, 38,557 and 35,080; total, 
1933, 82,733; 1932, 82,166; 1931, 101,293. 

Southwestern district: Grain ‘and grain products, 2,650 and 3,424; 
live stock, 1,813 and 1,942; coal, 2,752 and 2,523; coke, 97 and 101; for- 
est products, 2,861 and 2,322; ore, 225 and 146; "merchandise, L. C. L., 
10,739 and 11,494; miscellaneous, 23,889 and 22, 551; total, 1933, 45, 026: 
1932, 44,503; 1931, 55,226. 

Total, ‘all roads: Grain and grain products, 26,804 and 35,870; 
live stock, 18,736 and 18,150; coal, 109,342 and 89,359; coke, 6,838 and 
3,140; forest products, 22,260 and 15,556; ore, 34,696 and 6,125; mer- 
chandise, L. C. L., 148,156 and 150,032; miscellaneous, 204,555 and 
183,305; total, 1933, 571,387; 1932, 501,537; 1931, 667,750. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 

Four weeks in January............. 1,910,496 2,266,771 2,873,211 
Four weeks in February .......... 1,957,981 2,243,221 2,834,119 
Four weeks in March ............ 1,841,202 2,280,837 2,936,928 
DIVE WOGES Bi DUET occ cc ccciswcvees 2,504,745 2,774,134 3,757,863 
POUr WEG Mi MIR .....ccsccsctcvss 2,127,841 2,088,088 2,958,784 
POUL WEGES 1M JURE «2.6 ccscccceses 2,265,379 1,966,488 2,991,950 
DUGG WEG TA DONG oc cccicccevcezes 3,108,813 2,420,985 3,692,362 
Four weeks in August ............ 2,502,714 2,064,798 2,990,507 
Week ended September 2 ......... 666,652 561,325 759,871 
Week ended September 9 ......... 571,387 501,537 667,750 

WME 66h ead cise adoecinsumawesnes 19,457,210 19,168,184 26,463,345 


CHANGES IN DIVERSION RULES 


Assistant Director Pitt, of the Commission’s bureau of 
traffic, in his capacity of arbitrator between the railroads and 
organizations of shippers in disputes about uniform diversion 
and reconsignment rules, has made a report on matters before 
him to E. Morris, chairman of the national diversion and recon- 
signment committee and F. M. Renshaw, chairman of the diver- 
sion and reconsignment committee of the National Industrial 
Traffic League. The matters upon which he reported were 
among those discussed in a conference of those interested on 
February 9. 

It was necessary for Mr. Pitt to decide only two points. 
Other points in issue were withdrawn by the parties for further 
consideration and whipped into such shape that decision by 
Mr. Pitt was not needed. 

With regard to paragraph (a) of the general conditions 
upon observance of which there may be diversion and recon- 
signment Mr. Pitt decided that it was not necessary to include 
the word “authorized” in that paragraph to describe an in- 
spection. As approved by Mr. Pitt the condition carried in 
paragraph (a) hereafter will read “that shipment has not 
broken bulk except such as incident to an inspection.” His 
idea was that the word “inspection” as used in the paragraph 
necessarily carried with it an implication that it was author- 
ized else it would not be an inspection but an illegal examina- 
tion of the contents of the car. 

A further decision or determination by Mr. Pitt was that 
there was no necessity in a proposed revision of Rule 8 (b), 
stoppage in transit, to mention either Rule 10 or Rule 11. Mr. 
Pitt said that neither the carriers nor the shippers presented 
any good reason why reference should be made to either nor 
had he been able to discover any purpose to be served by 
referring to them. 
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COMMISSION REPORTS 


Live Poultry 


Fourth section application No. 14680, live poultry to Jack- 
gonville, Fla. By division 2. Atlantic Coast Line and Louis- 
ville & Nashville authorized, in fourth section order No. 11364, 
to establish and maintain rates, live poultry, between stations 
on the L. & N. between River Junction and Jacksonville, Fia., 
over the interstate route of the L. & N., to destinations on the 
A. C. L. the same as in effect on like traffic from and to the same 
points over intrastate routes and maintain higher rates at inter- 
mediate points subject to the conditions that the rates between 
the higher rated intermediate points in Florida shall not exceed 
the rates applicable between the same points over the intrastate 
routes and the customary other limitations as to the lowest 
combination and increase of rates without consent of the Com- 
mission. Commissioner Aitchison wrote a concurring view and 
Commissioner Tate wrote a dissenting view. 


Lumber 


Fourth section applications Nos. 12738, 12646 and 12452, 
lumber in the south. By division 2. Carriers with long lines 
authorized, in fourth section order No. 11357, to establish and 
maintain rates, lumber and other forest products, points in 
Alabama, Florida, Georgia, Mississippi, Louisiana and Tennessee 
to destinations in the Carolinas and Virginia without observing 
the long and short haul part of section 4, provided that the relief 
shall be limited to routes over which the rates will yield not 
less than 6 mills a ton a mile or that are not more than 60 
per cent circuitous. Short and weak lines are authorized to 
retain the arbitraries allowed them in Rates From, to and Be- 
tween Points in Southern Territory, 191 I. C. C. 507. 


Lumber Reparation 


No. 23344, Henry G. Brabston et al. vs. L. & N.‘et al. By di- 
vision 3. Upon further hearing, amounts of reparation due 
under findings in the previous report, 176 I. C. C. 421, on ship- 
ments, lumber, points in Alabama, Florida, Georgia, Mississippi 
and South Carolina to destinations in Kentucky, Tennessee, the 
Virginias, Pennsylvania, New York, Ohio, Illinois, and Ontario, 
Can., determined, and ordered to be paid not later than No- 
vember 20, with interest. 


Cast Iron Pipe 


I. and S. 3886, cast iron pipe from Ohio to Indiana and 
Illinois. By division 5. Proposed reduced rates, cast iron pipe, 
Coshocton and Newcomerstown, O., to Chicago, Ill., and inter- 
mediate points in Indiana found justified. Suspension order 
vacated and proceeding discontinued. Petition for further hear- 
ing denied. Reduced rates were suspended upon protest of 
eastern and southern pipe founders and southern carriers. Rates 
of $5.80 a ton from Coshocton and $6 from Newcomerstown, 
exclusive of the surcharge of 40 cents, will be reduced to $4.50 
a ton. The reduction was proposed on account of truck compe- 
tition. The report said the proposed reduction would disturb 
existing rate relationships between Ohio producers, on the one 
hand, and eastern and southern producers, on the other. An 
eastern producer, shortly after the hearing, asked for further 
hearing alleging that upon investigation it had found that there 
was no truck competition. That petition was denied although 
the Commission said that the respondents had made no response 
to that petition. Commissioner Tate dissented. 


Iron and Steel 


I. and S. No. 3868, furnishing cars of extra length. By 
division 3. Proposed rule concerning the furnishing of two 
cars in lieu of one ordered, shipments of iron and steel articles 
of unusual length, between points in southern territory, found 
not justified, but without prejudice to the filing of new schedules 
in conformity with the views expressed in the report. The Com- 
mission said the proposed rule was obviously ambiguous. It 
expressed the belief, however, that it would not be unlawful 
for the carriers to provide in their tariffs that when they could 
not furnish promptly a single flat or gondola car of the length 
needed for the shipment of iron or steel articles of unusual 
length, two shorter cars would be furnished and the freight 
charges thereon would be such as would have accrued had the 
shipment been loaded on a single car, with the limitation, how- 
ever, that the rule would not apply to articles of such length 
as might not be loaded on a single 65-foot gondola car, nor on 
a single 52-foot flat car. Proceeding discontinued. 


Canned Goods 


Fourth Section Application No. 14657, canned goods to the 
south. By division 2. Authority granted in Fourth Section Or- 
der No. 11366, to parties to Jones’ I. C. C. No. 2294, to establish 
and maintain rates, canned goods, Green Bay, Oconto, and Stur- 
geon Bay, Wis., and points taking the same rates, to destina- 
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tions in southern territory without regard to the long-and-short- 
haul part of section 4, over their long routes the same as the 
lowest rates applicable over any line or route constructed on 
the basis of rates prescribed or approved in Canned Goods in 
Southern Territory, 179 I. C. C. 77, subject to circuity and com- 
bination conditions. 

Limestone, Etc. 


No. 25938, surcharges on intrastate traffic within the state 
of Ohio. By division 2. Supplemental report. Prior report 
195 I. C. C.—and order requiring maintenance of intrastate com- 
merce in Ohio of rates not lower than those then in force, plus 
surcharges corresponding to the surcharges maintained on in- 
terstate traffic, modified to except therefrom the intrastate trans- 
portation of agricultural limestone, crushed stone, crushed stone 
screenings, sand, gravel, and slag, in open top cars, between 
points in Ohio. The order reopening this case was put out at 
the same time the report was made public. 


Tin Plate and Black Iron 


No. 25938, surcharges on intrastate traflic within the state 
of Ohio. By division 2. Supplemental report. Prior report, 
194 I. C. C. 329, and order, requiring maintenance on intrastate 
commerce in Ohio of rates not lower than those in force, plus 
surcharges corresponding to the ‘surcharges maintained on 
interstate traffic, modified to except therefrom intrastate trans- 
portation, tin plate and black iron, Rookwood River rail ter- 
minal, Rookwood, Cincinnati, to Norwood, O. The order reopen- 
ing this proceeding was promulgated at the time the report was 
made. 


Y. N. & S. SECURITIES 


The Commission, by division 4, in Finance Order No. 7521, 
securities of the Yankton, Norfolk & Southern Railroad Co., 
by means of a supplemental order, has dismissed that com- 
pany’s petition for modification of the order in this case dated 
August 26, 1929, and vacated and set aside the order of August 
26, 1929. In the original report the Commission authorized the 
carrier to issue not exceeding $1,600,000 of first mortgage 6 
per cent bonds and sell $100,000 of them for cash at not less 
than 80 per cent of par. No part of the securities have been 
issued. Later the carrier filed a supplemental application for 
modification of the original order and a proposed report was 
made on the latter. The Commission said that requests for 
postponement of action on the proposed report had been made 
from time to time but that no exceptions had been filed there- 
to. Failure of the carrier to prosecute its petition for modifi- 
cation caused the Commission to issue its dismissal and vaca- 
tion order. 


PETITIONS FOR REHEARING, ETC, 


No, 16323, Scott County Milling Co. et al. vs. Butler County et al. 
and cases grouped therewith. Complainants in No. 16323 and Sub. 
Nos. 1, 2 and 3, No. 21522, and Sub. Nos. 1, 2, 3, and 4, O. R. Fahren- 
kopf vs. C. & E. I. et al., No. 22321 and Sub. Nos. 1, 2, 3, 4, 6 and 7, 
F. A. Bradley vs. C. & E. I. et al. and No. 25018, E. C. Robinson Lum- 
ber Co. vs. C. & E. I. et al. ask the Commission to set aside its 
orders of July 3, 1933, in these proceedings and reopen them for re- 
argument before and further consideration by all of the members 
upon the record as made. 

No. 17000, part 3, cotton, rate structure investigation. Texas lines 
ask for modification of findings so that they may be free to equalize 
interstate rates with intrastate rates whenever the latter are reduced 
by the Railroad Commission of Texas. 

No. 19259, Joslyn Manufacturing & Supply Co. vs. B. & O. et al. 
Defendants ask vacation of order entered March 21, 1928. 

No. 21377, W. S. Dickey Clay Manufacturing Co. vs. A. & R. et 
al. ‘N. C. Corporation Commission asks that the issues herein as 
now prescribed in the order of the Commission, division 2, dated May 
29, 1933, be broadened so as to include rates on clay or shale sewer 
pipe and related articles, in carloads, from Greensboro, N. C., to 
destinations in N. C. 

No. 24582, Union Asphalt Co. vs. A. & S. et al. Complainant 
asks reopening and further hearing. 

No. 25139 and Sub. Nos. 1 and 2, Frank Zimmerman vs. Mis- 
souri Pacific et al. Defendants ask reopening and reconsideration 
on record. 

INo. 25154 and Sub. Nos. 1 and 2, Breyer Ice Cream Co. et al. vs. 
Pennsylvania et al. Defendants ask reconsideration of decision in 
lieu of granting complainants’ petition for reargument. 

Fourth section application No. 14713, iron and steel articles in the 
south. Alabama Iron & Steel Shippers’ Conference has filed a peti- 
tion in support of petition of southern carriers for reopening, recon- 
sideration and hearing solely with respect to proposed rates from 
southern manufacturing points to Official territory border points, also 
the Atlantic Steel Co. and Atlanta Freight Bureau. 

No. 25054, Standard Soy Bean Mills vs. C. B. & Q. et al. 
plainant asks reopening, rehearing and reconsideration. 

No. 24069, A. C. L. et al. vs. A. & A. Corporation et al. and No. 
24160, In the matter of divisions of joint interterritorial rates between 
official and southern territories. Defendants ask for postponement of 
effective date of order dated July 3, 1933. 

No. 19468, J. S. Bash & Sons, Inc., et al. vs. Central Indiana et al. 
and No, 19826, A. D. Sizer vs. C. M. & St. P. et al. Defendants ask 
reopening and reconsideration by entire Commission. 

No. 16502, Board of Railroad Commissioners of State of South 
Dakota vs. C. & N. W. et al. Defendants, by E. B. Boyd, ask post- 
ponement of effective date of order herein, involving rates on hay, 
from origins in South Dakota to destinations in Minnesota, Nebraska, 
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a, and Wisconsin, for a period of ninety days from Novem- 
ber 10, 1933. 

No. 24069, A. C. L. et al. vs. A. & A. Corporation et al. and No. 
24160, In the matter of divisions of joint interterritorial rates between 
official and southern territories. Defendants and cross-complainants 
in No. 24069 and respondents in officialt territory in No. 24160 ask for 
rehearing and reargument. 

No. 13857, Chamber of Commerce of Selma, Ala., vs. A. G. S. 
et al. M. & O., Ernest E. Norris, receiver, one of defendants herein, 
asks for a vacation and/or modification of findings and order. 

No. 23710 and Sub. 1, Anderson, Smith & Hamilton, Inc., vs. C. & 
N. W. et al. Complainants ask for reconsideration of, and rehearing 
upon, order of July 5, 1933. 

No. 26108, Chamber of Commerce, El] Dorado, Ark., vs. A. T. & 
S. F. et al. Southwestern defendants ask dismissal of the com- 
plaint, or consolidation with ocean-rail branch of No. 13535, Con- 
solidated Southwestern Cases, now pending for decision. 


COMMISSION ORDERS 


Finance No. 7896, Mound City & Eastern securities. Petition of 
applicant seeking an amendment of order of this Commission, by 
division 4, entered herein on July 11, 1930, 166 I. C. C. 123, dismissed, 
upon its request. 

(No, 26140, Red Star Milling Co. vs. A. & R. et al. Oklahoma Millers 
Association permitted to intervene. 

No. 23598, Rea-Patterson Milling Co. vs. M. P. et al. Proceeding 
reopened for further hearing with respect to question of misrouting 
of certain shipments. 

No. 15841 and Sub. 1 to 19, incl., William Kelly Milling Co. vs. 
A. T. & S. F. and cases grouped therewith. Application of com- 
plainants for issuance of subpoenas duces tecum requiring T. D. 
Alden and others to appear at the hearing with books, papers, docu- 
ments and records denied. 

1. & S. 3659, potato rates in W. T. L. territory, and cases grouped 
therewith. Order entered herein dated July 26, 1933, which by its 
terms is effective October 2, 1933, as to the suspension proceeding, 
and October 3, 1933, as to the other proceedings, is modified so as 
to become effective February 3, 4, 

No. 25135, Part 7, increases in intrastate freight rates and charges. 
Montana. Order of March 13, 1933, is vacated and set aside. 

No. 25343, Red Lake Falls Oil Co. et al. vs. B. F. & I. F. et al. 
Complaint dismissed upon complainant’s request. 

Upon complainants’ request the Commission has dismissed the 
complaint under No. 25783, Holm Commission Co. et al. vs. Southern 
Pacific et al., and No. 25818, Arizona Compress & Warehouse Co. 
et al. vs. A. T. & S. F. et al. 

Upon complainant’s request the Commission has dismissed the 
complaint in No. 25213, Peabody Coal Co. vs. A. W. & W. et al., and 
No. 25825, Cotton Exchange of Augusta vs. A. C. L. et al. 

No. 26080, Northeast Kentucky Coal Bureau vs. C. & O., B. & O., 
L. & N., N. Y. C., N. & W., Pennsylvania, P. & L. E., P. & S. and 
P. & W. Va. permitted to intervene. 

No. 23949, Amherst Elevator Co. et al. vs. A. T. & S. F. et al. 
No. 23960, L. B. Archer et al. vs. A. T. & S. F. et al., and No. 25144, 
Dimmitt Coal & Grain vs. C. R. I. & G. et al Petitions for recon- 
sideration, etc, filed on behalf of defendants, denied. 

No. 21377, W. S. Dickey Clay Manufacturing Co. vs. A. & R. et 
al. Petition of North Carolina Corporation Commission to broaden 
the issues upon further hearing denied. 

No. 26045, Wertheimer Bag Co. vs. Southern et al. Werthan Bag 
Corporation permitted to intervene. 

Fourth ection Application No. 14713, Iron and steel in the 
south. This application is reopened for further hearing with respect 
to rates to Official territory border points and Ohio River crossings, 
and in so far as it related to matters referred to above is assigned for 
further hearing October 31, 1933, 10 a. m., standard time, at office 
of the Interstate Commerce Commission, Washington, D. C., before 
Examiner H. C. Lawton. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10093, permitting the Chesa- 
peake & Ohio Railway Company to abandon part of its Buckingham 
subdivision in Buckingham county, Va., approved. 

Report and certification in F. D. No. 10096, permitting the Atlanta, 
Birmingham & Coast Railroad Company to abandon (a) operation 
under trackage rights over tracks of the Southern Railway Company 
and (b) the use of the tracks and passenger station facilities of the 
Atlanta Terminal Company; and (c) authorizing it to operate, under 
trackage rights, over tracks operated by the Nashville, Chattanooga & 
St. Louis Railway, lessee of the Western & Atlantic Railroad, and to 
use the facilities of the Atlanta passenger station of the Nashville, 
Chattanooga & St. Louis Railway, all in Atlanta, Fulton County, 
Ga., approved. 

Report and order in F. D. No. 10119, authorizing the Reading 
Company to extend from October 1, 1933, to October 1, 1943, the ma- 
turity of $2,644,000 of Philadelphia & ReadingR. R. Co. prior-lien mort- 
gage bonds, and to assume obligation and liability in respect of the 
payment of the principal thereof and the interest thereon, approved. 


FINANCE APPLICATIONS 


Finance No. 10150. Mayo & Cook’s Hammond Railroad Co. asks 
for authority to complete construction of and operate a new line of 
railroad from Mayo to Cook’s Hammock, Fla., 12.5 miles. 

Finance No. 10151. Mayo & Cook’s Hammock Railroad Co. asks 
authority to issue 500 shares of common stock without nominal or 
par value and $200,000 of series A first mortgage 6 per cent bonds 
to provide funds to complete construction of line, to purchase equip- 
ment and to supply working capital. 

Finance No. 10144. Northeast Oklahoma Railroad Co. asks au- 
thority to abandon 2.407 miles of railroad in Cherokee county, Kan., 
from chaining station 584 plus 91.04 to chaining station 712 plus 00. 

Finance No. 10143. Louisiana Southern Railway Co. asks authority 
to extend the maturity date of its issue of $1,000,000 six per cent 
first mortgage refunding gold bonds until September 1, 1941. 

Finance No, 10148. Arizona Eastern Railroad Co. and Southern 
Pacific Co. ask authority to abandon 4.352 miles of Amster branch 
in Gila county, Calif., between Amster Junction and Amster. 

Finance No, 10149. Atchison, Topeka & Santa Fe Railway Co. 
asks authority to abandon 10.61 miles of road between Seward and 
Cashion, Okla, 
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SPECIAL DOCKET CONSIDERATION 


A question as to the adequacy of the Commission’s actigy 
in at least one case on its special docket has been raiseq py 
F. G. Robinson, traffic manager of the Lone Star Gasoline Cop. 
pany, Dallas, Tex., in a letter to Nuel D. Belnap, chairman of 
the committee on procedure of the Association of Practitioners 
before the Interstate Commerce Commission. The letter re 
fers to special docket application No. 166179, submitted by the 
Texas & Pacific, requesting authority to refund to the gasoline 
company $77.42 on account of alleged unreasonable charges op 
a carload of gasoline shipped from Ranger, Tex., June 20, 1932, 
to Dalton, Neb. 

Authority to make refund or reparation was desired op 
account of an allegedly inadvertent increase in the differential, 
Ranger over Tulsa, Okla., the basing district, from 4 to 185 
cents a hundred pounds, which error was later corrected. Per. 
mission was refused. The gasoline company has asked for 
reopening and reconsideration. 

One of the points made by Mr. Robinson is that when the 
Commission denies a special docket application it is entirely 
too brief in that it gives no reason for the denial. In his letter 
to Mr. Belnap, Mr. Robinson, in part said: 


We have all along endeavored to dispose of as many cases as pos- 
sible under the most economical procedure but in so doing, feel 
that such cases should receive the most careful and serious consid- 
eration by the Commission. In this particular case we feel that the 
application, voluntarily submitted by one of the carriers, has not re. 
ceived the consideration to which it was entitled. 

Another feature which I might mention is that when the Com- 
mission denies a special docket application they merely say so ina 
few words and give no reason for the denial. It seems to me that 
the Commission should outline the views or conditions on which their 
denial is based, similar to a decision rendered in a shortened pro- 
cedure or a formal case, 


In asking the Commission to reopen the case, Mr. Robinson 
observed that the decision was made in less than thirty days 
after the filing of the application. On that point, in his letter 
to the Commission, Mr. Robinson said: 


While we appreciate good service, feel that this service was too 
good for efficient handling of the particular matter and resulted in 
an improper and unjustified decision. We earnestly endeavor to 
handle cases of this kind under the most economical procedure per- 
missible, which is in keeping with the Commission’s many requests 
and suggestions for the elimination of formal hearings, but feel that 
in so doing such cases should receive the same consideration that 
would be accorded the testimony and briefs in formal or shortened- 
procedure cases, otherwise the relief and economy desired will fail. 
The failure of such possible economies are also contrary to the 
spirit and intent of the emergency transportation act of 1933. 


In support of the request for reconsideration Mr. Robinson 
pointed out that prior to June 1, 1932, when the alleged error 
was made, the rate from Ranger to Dalton was four cents over 
the Tulsa, group 3, rate in keeping with the Commission’s deci- 
sion in Midcontinent Oil Rates, 1925, 189 I. C. C. 605. The 
changes in rates made on June 1, 1932, at which time the al- 
leged error was made, was the result of the Commission’s 
decision in A. B. A. Independent Oil Co. vs. A. T. & S. F. 
172 I. C. C. 375, and Porter Oil Co. vs. Same, 172 I. C. C. 407. 
In those cases, according to the request for reconsideration, the 
Commission said “the relationship over group 3 should be con- 
tinued in order to avoid undue prejudice.” 


Mr. Robinson, in his letter to the Commission, said that 
perhaps this case was hastily disposed of on the assumption that 
the matter was identical with that in A. D. West vs. A. T. & 
S. F,, 190 I. C. C. and City of Beaver City vs. Same, 194 
I. C. C. 459. But he pointed out that those cases involved 
reparation on shipments prior to the June 1, 1932, revision, 
while this case covered a shipment made thereafter under rate 
conditions wholly different. In closing his argument in favor 
of reconsideration, Mr. Robinson said: 


In considering this request for reconsideration of Special Docket 
166179 we respectfully emphasize that it is made because we feel that 
it has not received proper consideration; to eliminate the filing of a 
formal complaint and a formal hearing is expensive, not only to us, 
but to carriers and government; for the purpose of having the mat- 
ter handled under the most economical procedure prescribed and 
approved by the Commission, and to meet the wishes ofttimes ex- 
pressed and suggested by Commissioners; and that such an eco- 
nomical procedure meets the spirit and intent of the emergency 
transportation act of 1933. 





SOUTHWESTERN STONE RATES 


The Commission, in I. and S. No. 3130, southwestern rates, 
part 11, stone, has extended the time for filing exceptions to 
October 23 and the time for filing reply exceptions to November 
13. The proceedings have been assigned for argument before 
the Commission on November 16 and the following day. These 
extensions of time also embrace the cases joined with the 
main proceeding. 
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SOUTHERN COAL RATES 


The Trafic World Washington Bureau 
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The summer vacation season of the Commission, so far as 
arguments were concerned, was dented on September 18 
when arguments were made before division 5 in cases covering 
rates on Coal over a considerable part of southern and Caro- 
jina territories. Two days were assigned for a discussion of 
the issues in No. 23314, Corporation Commission of North Caro- 
jina et al. vs. A. & R. et al.; No. 23436, Railroad Commission of 
South Carolina vs. Alcolu Railroad et al.; No. 23420, Trans- 
portation Bureau of the Spartanburg Chamber of Commerce 
ys. A. G. S. et al.; No. 23313, Transportation Association of 
the South Atlantic Ports et al. vs. A. & R. et al., and I. and S. 
No. 3778, coal ‘between southern points. 

Attack upon the level of rates from mines in the fields 
south of the Ohio was made in the formal docket cases. Ship- 
per representatives alleged the rates under suspension in the 
investigation and suspension docket were filed by the carriers 
as a defensive step to prevent reductions in rates to terri- 
tories covered by the formal docket complaints. They sug- 
gested rates on a level lower than proposed by the carriers.. 
They pointed to the Commission’s recent decision in respect of 
eastbound coal rates from the northern fields to northern ports 
and other points in official territory to illustrate the reasonable- 
ness of their proposals as a substitute for the rates proposed 
by the carriers embraced in the suspension proceedings. They 
claimed that the rates they had suggested were on a higher 
level than the northern rates the Commission had refused to 
change, except in one minor aspect. 

Time for arguments was assigned to A. G. Gutheim for the 
North Carolina commission; W. L. Thornton, for the Reynolds 
Tobacco Co.; F. C. Hillyer and T. J. Burke, for the Traffic As- 
sociation of the South Atlantic Ports; Edgar Watkins, for the 
South Carolina commission; L. O. Kimberly, for the Cotton 
Manufacturers’ Association of South Carolina and others; F. 
E. Harrison, for Tallahassee, Fla., and othesr; J. V. Norman, 
Harlan county coal operators; C. E. Cotterill, Atlanta Freight 
Bureau and others; L. H. Cocke, Jr., for the Norfolk & Western 
= = and H. L. Walker and E. D. Mohr, for the southern 
railroads. 


PROPORTIONALS FOR RIVER COAL 


The Traffic World Washington Bureau 


A challenge of the jurisdiction of the Commission to estab- 
lish a proportional rate on coal from Kentucky mines to Cat- 
lettsburg, Ky., applicable on traffic for further transportation 
by barges on the Ohio River, was made by Herbert Fitzpatrick, 
Vice-president and general counsel of the Chesapeake & Ohio, 
when Examiner Disque began a hearing September 18 in No. 
26080, North East Kentucky Coal Bureau vs. Chesapeake & Ohio. 
He also invoked the protection of section 15 (4) forbidding the 
Commission to require a railroad to short haul itself, the point 
being made that a proportional rate for which the complainant 
was praying would result in requiring the carrier to short haul 
its rail line in carrying coal to the Ohio River for transpor- 
tation by barge to other points served by that railroad. He 
moved dismissal. 

The Commission will consider the points in connection with 
its consideration of the testimony in behalf of the prayer for 
arate not exceeding 50 cents a ton to enable the complainant, 
to compete as it claimed, in the selling of coal in the markets 
along the Ohio and Mississippi with mines that had the benefit 
of proportional rates to river tipples. 

_ The Chesapeake & Ohio was the only carrier respondent 
In the case. Other railroads, however, intervened in the con- 
troversy on account of the bearing the rate, if established, 
would have upon the coal rate structure. The fact that the 
Points of origin and of destination were within Kentucky was 
nant out in a statement of the issue made by Examiner 
isque. 

_ The fact that railroads other than the formal respondent 
intervened and were represented by counsel wag taken as in- 
dicating that the matter was being regarded by railroads as of 
much more than ordinary significance. Rates established by 
the Commission on ex-river coal from ports on the Ohio River 
to destinations in northeastern Ohio were treated by Examiner 
R. N. Trezise in a recently issued proposed report as the cause 
of turmoil in coal rates in Ohio. He recommended an increase 
which, if approved by the Commission, would considerably nar- 
row the spread between the all-rail and the ex-river rates to 
that part of Ohio. 

C. J. Neecamp, managing director of the complaining bureau, 
testifying for the bureau, said that the operators desired an 
Opportunity to compete in the markets on the 1,600 miles of 
rivers between Catlettsburg, their proposed port of interchange 
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to the mouth of the Mississippi, with operators who had the 
benefit of rates to river ports for use on traffic going beyond by 
barge. They plan, he said, to build a tipple at Catlettsburg for 
transferring their coal to river craft. 

Testimony with respect to the establishment of the propor- 
tional rate was also given by F. J. Weisenfelder, of the Rich 
Vein Coal Co.; A. J. Alexander, of the Wills Elkhorn Coal 
Co.; E. J. Payne, the Payne & Baber Coal Co.; C. N. Thomp- 
son, an industrial traffic man of Ashland, Ky.; H. E. Webster, 
of the West Virginia Coal & Coke Co.; Thomas Jefferson, for 
the Chesapeake & Ohio, and Roy S. Kern, of the coal and coke 
committee of official territory railroads. Messrs. Jefferson and 
Kern opposed the making of the rate desired by the complainant. 
Mr. Kern said that the interveners for whom he was speaking 
were opposed to making rates on coal for transportation be- 
yond by river any lower than the rate for coal to be used 
locally at the port of transshipment. 

Mr. Webster said he had no objection to the proposed 50 
cent rate. He said he was testifying, in part, to correct an 
impression that ex-river coal was sold at prices less than all- 
rail. He said that operators in the Logan field shipped coal, 
rail-river-and-rail, but that the price was the same as the aill- 
rail which he said was sold at the mine plus the all-rail rate. 


HOCH-SMITH GRAIN HEARING 


Something approaching a vocal eruption on the part of rep- 
resentatives of the western lines was occasioned this week by 
proposals of the eastern lines as to rates on export wheat at 
the hearing in docket 17000, part 7, the Hoch-Smith grain pro- 
ceeding in Chicago before Examiners Mackley and Hall. The 
export phase of the case occupied almost the entire week and 
was expected to be concluded early next week. 

The proposal of the eastern carriers as to the adjustment 
to apply on export shipments from the Missouri River to the 
eastern seaboard was introduced by Walter J. Kelly, member of 
the auxiliary committee, Central Freight Association. He ap- 
peared in behalf of all the eastern lines, in so far as the Mis- 
souri River to the east adjustment was concerned, but not as 
to the ex-lake rates from Buffalo and Lake Erie ports to the 
seaboard. His proposed basis for application from the Mis- 
souri River was made in behalf of all the eastern lines except 
the Wabash, he stated. 

That proposal was for a system of through overhead rates 
applicable from the Missouri River to the Atlantic ports, with 
transit allowed at such points as Chicago, St. Louis, and Peoria. 
He suggested an export rate on wheat 8 cents less than the com- 
binations applicable under the domestic adjustment. For in- 
stance, a rate of 17% cents applies from the Missouri River to 
Chicago, with the rate beyond Chicago to New York standing 
at 22% cents for all-rail movement—a total charge of 40 cents. 
Under his proposal that would be reduced to 32 cents for ex- 
port, with a similar 8-cent reduction in the rates to the other 
ports, the export rates to be through one-factor rates arrived 
at in that manner. His proposal was conditioned on the 
proposition that the western lines would charge their full pro- 
portionals up to the lake ports, if movement beyond was by 
water, and that they would accept something less than that factor 
in the case of all-rail movement under the through rate. Mr. 
Kelly suggested that the through rates be divided on the basis 
of the eastern lines shrinking their receipts 444 cents under 
the domestic factor applicable east of Chicago, and that the 
western lines shrink theirs 3% cents. That proposed division of 
revenues was arrived at, as he explained it, on the rate-pro-rate 
principle, using the factors up to Chicago and beyond to New 
York as the basis. That is, the 3% cents and 4% cents bear 
the same ratio to each other as the eastern and western factors 
of the rate bear to each other. Though the eastern factor from 
Chicago to other ports such as Baltimore and Philadelphia vary, 
it was suggested that the revenue under the through rates be 
divided on the same basis, namely, that the eastern lines shrink 
their domestic rate 4% cents and the western lines shrink 
theirs 3% cents. 

A. B. Enoch, general attorney for the Rock Island, charged 
with looking after the interests of the western carriers through- 
out the proceeding, took emphatic exception to the proposal 
when the matter of divisions came up. He insisted that it 
would be necessary for the Commission to decide as to the 
reasonableness of the eastern domestic factors before it could 
prescribe divisions. His objection was put in the form of a 
motion to the effect that the Commission decide that question 
before it act on the proposal of the eastern lines. 

Prior to beginning testimony as to the export rates, cross- 
examination of I. M. Herndon, secretary and traffic manager, 
Southwestern Millers’ League, was completed. That was quite 
extensive, extending to September 16. The effect of lake trans- 
portation on the rail adjustment from the northwest was the 
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subject of detailed attention by F. S. Keiser, Duluth, and others. 
Mr. Herndon had contended for a parity in the through adjust- 
ment from the southwest to the east, as against the adjust- 
ment from the northwest through Minneapolis and Duluth. 

The only other witnesses introduced by the eastern lines in 
the export part of the case were E. A. Hodkinson, commerce 
statistician, Trunk Line Association, and Harry Wilson, vice 
chairman, Eastern Trunk Line Traffic Executives’ Committee. 
Mr. Hodkinson brought exhibits introduced in the original pro- 
ceeding down to date as to the general financial condition of 
the lines he represented, the revenue produced by the grain 
traffic, and similar matters. His testimony was for the purpose 
of showing that the carriers were not in a position to stand any 
loss in revenue. 

Mr. Wilson dealt with the ex-lake adjustment from Buffalo, 
contending that, because of the competitive situation with the 
water routes, the existing rail rates should not be regarded as 
reasonable maximum rates. He asked that reasonable maximum 
rates, ex-lake, be not prescribed, as such would tend to “freeze” 
the adjustment and would be used by shippers in rate com- 
parisons, though they had no relation to the adjustment from 
more western points. 

John A. Kuhn, Omaha Grain Exchange, was the first ship- 
per representative in the export case. He was on the stand 
only a short time, confining himself to a request that the export 
rates from Omaha to the Gulf be made not more than one 
cent over the adjustment from Kansas City. Omaha was really 
entitled to a parity with Kansas City, he said, but he asked that, 
in no event, it be put at more than a one-cent disadvantage. 

The ex-lake adjustment to north Atlantic ports for export 
was the concern of Frank S. Davis, manager of the Maritime 
Exchange of the Boston Chamber of Commerce, who took the 
stand at the conclusion of the carrier testimony. He explained 
that, at present, Boston and New York took the same rate from 
Buffalo, but that Baltimore and Philadelphia were a half cent 
under. He asked that Boston be equalized with all four ports 
up to port rail heads. That would mean, it was developed, 
that the New York rate would not include lighterage charges 
from the Jersey Shore, so that actually New York would be at 
a disadvantage represented by lighterage charges necessary to 
reach ship’s side. 

The Commission was invited to adopt a “hands off” policy 
so far as export rates were concerned by J. H. Rauman, com- 
merce assistant, New Orleans Joint Traffic Bureau. The un- 
natural state of affairs in business and ocean shipping were 
given as reasons for such a policy. The railroads should be 
let alone to work out their own adjustments, under existing 
conditions, when there was little or no export movement and 
nothing in the way of normal guides by which an adjustment 
might be measured, in his opinion. Questioned by Examiner 
Mackley as to whether the export adjustment outlined in the 
decision set aside by the Supreme Court was satisfactory, he 
offered a number of suggestions for bringing about competitive 
equality between shipments through New Orleans and through 
Atlantic ports, but said that he was not sure the Commission 
had authority to prescribe that equality. The equality he had 
reference to was one of equal through cost via the various 
ports to destinations in Europe and the United Kingdom. To 
provide that, he said, New Orleans would have to have a rate 
5.4 cents less than Montreal, from Omaha, and 614 cents under 
Baltimore. 

T. A. Durant, traffic manager, Grand Forks (N. D.) Chamber 
of Commerce, and Fred P. Blair, traffic manager, Washburn- 
Crosby Company, Kansas City, were the last witnesses to ap- 
pear in the domestic phase of the case. Mr. Durant went into 
a situation that resulted from the rates prescribed in the orig- 
inal decision. Following that decision, he said, the Great 
Northern had introduced a scale of arbitraries to be applied 
in connection with out-of-line movement under transit, which 
he said were not justified. That line had made a charge for 
transit, prior to the decision, he explained. The decision pro- 
vided for two free transits, but the railroad had compensated 
itself by introduction of the arbitraries for what it regarded as 
out-of-line hauls, as he presented the matter. 

Mr. Blair dealt with the competitive situation at Kansas 
City as to the absorption of switching charges. It was shown 
that practices varied there, largely determined by the compe- 
tition between the rail lines, and his testimony was, in effect, 
a detailed analysis of the differences. 


CANNED GOODS RATE FIGHT 


The Commission has added to the history of the fight be- 
tween transcontinental railroads and water lines through the 
Panama Canal about rates on canned goods by refusing to sus- 
pend a joint ocean-and-rail rate of 76 cents, minimum 60.000 
pounds, effective September 20. The rate was named in Speiden’s 
I, C. C. No. 1739 for southern lines and in tariffs of the M.-K.-T., 
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Missouri Pacific, Kansas City Southern and Rock Island tarir 
for lines west of the Mississippi taking the traffic from steam, 
lines at Louisiana and Texas Gulf ports to the interior. Steam 
lines parties to the tariffs, the first naming joint ocean-and-raj 
rates on canned goods, are the Gulf Pacific Line, the Gulf Pacig¢ 
Mail Line, Ltd., and the Luckenbach Gulf Steamship Co., In. 
The rate is said to. be generally somewhat less than the present 
combinations on the gulf. ports. It was made necessary to meg 
competition via the all-water routes to Mississippi and Ohiy 
River crossings and from the crossings to the interior. Traps. 
continental and western trunk line railroads protested. 

The 76 cent rate applies to territory reaching as far west ag 
Wichita, Kan., and as far east as the Indiana-Illinois line ang 
Birmingham, Ala. 

Another phase of the controversy will come before the Con. 
mission just before the end of the month on the question of 
suspending tariffs filed in behalf of transcontinental and weyt. 
ern trunk line railroads. They asked for the suspension of the 
76 cent rate. As a counter move against the 76 cent rate they 
filed tariffs naming an all-rail rate of 80 cents to displace a rate 
of 90 cents, found justified, after a suspension proceeding in 18% 
I. C. C. 678. The controversy was begun in May, 1927, when the 
rail lines attempted to reduce an eastbound blanket rate of $1.05 
to 90 cents. The Commission found that rate not justified, with. 
out prejudice, however, to the filing of a rate of 98 cents. The 
carriers did not avail themselves of the privilege of filing a 
98 cent rate but renewed their fight for a 90 cent rate in April, 
1932. The Commission allowed them to make that rate opera. 
tive by its opinion in the case hereinbefore mentioned. 

In support of the 80 cent rate carried in tariffs dated to 
become operative October 1, H. G. Toll, the tariffs publishing 
agent, said it was the position of the transcontinental lines that 
if the joint intercoastal and rail rate of 76 cents became effective 
an all-rail rate no higher than 80 cents must also become effec- 
tive in order that the overland routes might meet the competi- 
tion of the joint intercoastal and rail rate of 76 cents. He sub- 
mitted that in case the Commission denied the petition of the 
transcontinental lines for suspension of the 76 cent rate, the 
all-rail reductions in his tariffs must also be allowed to become 
effective. 

Petitions for suspension of the all-rail rate of 80 cents have 
been filed by, among others, the Mississippi Valley Barge Line 
Co., New Orleans Joint Traffic Bureau, the United States Inter. 
coastal Conference and the Gulf Intercoastal Conference. The 
steamship interests claimed, among other things, that the 80 
cent rate would not enable the railroads to regain enough busi- 
ness to recoup even the direct loss they had suffered from the 90 
cent rate they established in 1932, much less earn anything addi- 
tional. They asserted that the transcontinental lines, however, 
succeeded in crippling transportation via the Panama Canal, 
“which,” according to their petition for suspension, “is their prim- 
ary object in filing both the 90 cent and the 80 cent rates.” 







REORGANIZATION OF RAILROADS 


With a view to having the income tax phase of the matter 
handled in connection with the reorganization of the Missouri 
Pacific and the New Orleans, Texas & Mexico, Guy T. Helver- 
ing, commissioner of internal revenue, has asked the Commis- 
sion to approve no plan of reorganization which does not ade- 
quately provide for the payment of all taxes due the United 
States. He has also asked to be advised as to the time of 
hearings on plans of reorganization. The Commission has ad- 
vised him that he will be notified when hearings are to be 
held. 

Commissioner Helvering said there were outstanding de- 
ficiencies in income taxes of the Missouri Pacific for 1920, 1924, 
1925, 1926, 1928, 1929, and 1930, including interest to the date 
of the assessment, in the amount of $3,906,199.23 assessed on 
June 1, 1933, and an additional tax of $227,387.72, with interest 
for 1928 assessed on August 24, 1933. 

The commissioner said there were outstanding additional 
income taxes of the New Orleans, Texas & Mexico with in- 
terest thereon amounting to $1,187,206.29 and of $20,538.37 taxes 
and interest assessed against each of the following companies: 
International-Great Northern; Beaumont, Sour Lake & Western;. 
St. Louis, Brownsville & Mexico; San Antonio, Uvalde & Gulf, 
and Houston North Shore Railway. The taxes against the New 
Orleens, Texas & Mexico and the others mentioned in this 
paragraph were assessed on June 26, 1933. 


VALUATION REPORTS 


Valuation No. 1085, Sabine & Neches Valley Railway Co., opin- 
ion No. B-838, 43 Vai. Rep. 118-30. By division 1. Final value, 
owned and used property, $95,000, and used but not owned property, 
$27,400, as of December 31, 1927. . ‘ 

Valuation No. 1101, Indian Valley Railroad Co., opinion No. B-842, 
43 Val. Rep. 162-74. By division 1. Final value, owned and use 
property, $645,000, as of December 31, 1927. 
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/ ORTH CAROLINA CLASS RATES 


A plan of alternating key point and bridge scale arbitraries 
as been proposed by Examiner Hosmer in No. 21665, North 
grolina Corporation Commission vs. Akron, Canton & Youngs- 
town Railway Co. et al., and a sub-number, Southside Virginia 
just Freight Rate Association vs. A. C. L. et al. This report 
was of a Character differing somewhat from that in Common- 
wealth of Kentucky et al. vs. A. & W. et al., issued at the same 
time, to which Examiner Hosmer referred as a companion case, 
in that the carriers involved made proposals as to how the 
abrupt junction between official classification and southern 
territories should be dealt with. They proposed key point rates 
which are to alternate with a bridge scale proposed by the 
examiner. 

North Carolina rates were excepted from Southern Class 
Rate Investigation, 100 I. C. C. 513, 109 I. C. C. 300, 113 I. C. C. 
90, and 128 I. C. C. 567, for separate treatment on account of 
the questions created by the proximity of North Carolina to 
oficial classification territory, the line of which runs irregularly 
through southern Virginia along the tracks of the Virginian and 
Norfolk & Western railroads. 

In the title complaint it was alleged that the class rates and 
the classification ratings in the southern classification between 
points in North Carolina and Virginia were unjust and unreason- 
able, and in relation to the intrastate class rates and ratings in 
Virginia were unduly prejudicial to shippers and receivers of 
freight in North Carolina and unduly preferential of shippers 
and receivers of freight in Virginia, and caused unreasonable 
discrimination against interstate commerce between North 
Carolina and Virginia; that the class rates and ratings between 
points in official territory, including west-bank Mississippi 
River crossings, Wisconsin and that part of Minnesota lying 
east of the Mississippi River, including St. Paul and Minneapolis, 
on the one hand, and North Carolina, on the other, were unjust 
and unreasonable and in relation to rates between the former 
points and Virginia were unduly prejudicial to shippers and 
receivers of freight in North Carolina and unduly preferential 
of shippers and receivers of freight in Virginia and other parts 
of official territory; that in many instances rates between trunk 
line territory and points in North Carolina were in excess of 
the aggregate-of-intermediates; that the method of publication 
of the class rates between central territory and North Carolina 
violated section 6 and that the maintenance of commodity rates 
between points in official territory and certain points in Vir- 
ginia commonly referred to as Virginia cities on traffic similar 
to that which moved between official territory and North Caro- 
lina on relatively higher class rates subjected receivers and 
shippers of freight in North Carolina to undue prejudice. 

Examiner Hosmer said that the class rates between official 
territory, on the one hand, and points in North Carolina and 
southern Virginia, on the other, should be found for the future 
unjust and unreasonable to the extent that they “exceed or may 
exceed” the rates prescribed as maxima in the succeeding find- 
ings, which are as follows: 

That the first-class rates subject to southern classification 
set forth in appendix D (hereinafter summarized) for the fu- 
ture will be maximum reasonable rates for application between 
points in North Carolina groups 1, 2, 3 and 4 (as outlined in 
a map facing 128 I. C. C. 604) and southern Virginia, on the 
one hand, and points in trunk line territory and New England, 
on the other, subject to alternative application of maximum 
rates provided in a succeeding finding and minimum rates speci- 
fied in another finding, and that rates on lower classes should 
be determined by the use of standard southern class percentages. 

That class rates determined in the manner prescribed for 
points other than those in North and South Carolina in finding 
17 (b) (2), Southern Class Rate Investigation, 128 I. C. C. 567, 
599-600, will be for the future maximum reasonable rates for 
application between points in North Carolina and southern Vir- 
ginia, on the one hand, and points in central territory, including 
Buffalo and Pittsburgh, subject to alternative application of 
Maximum rates provided in another finding and minimum rates 
specified in still another. 

That class rates between points in North Carolina and 
southern Virginia, on the one hand, and points in official terri- 
tory, on the other, for the future will be unjust and unreasonable 
to the extent that they may exceed rates arrived at by adding 
to the rates between points in official territory and any of the 


The Traffic World 


Lo Proposed Reports in I. C. C. Cases 





PAGE 499 








following junction points, viz., Roanoke, Altavista, \ 


Jarratt, Alberta, Suffolk, and Norfolk, Va., the arbitraries set 
forth in appendix D for the short-line distance between recognized 
‘base points in North Carolina and southern Virginia and the 
given junction point. 

That the rates proposed in the foregoing findings shall in 
all cases be subject to the observace of class rates subject to 
official classification as minima as follows: (a) On traffic be- 
tween central and Buffalo-Pittsburgh territories and points in 
North Carolina on and west of the line of the Clinchfield rail- 
road, rates subject to official classification to or from Cincin- 
nati, O., Louisville, Ky., Bristol, Tenn., or Kenova, W. Va., which- 
ever is higher, are to be observed as minima; (b) on traffic 
between central and Buffalo-Pittsburgh territories and points in 
North Carolina and southern Virginia east of the line of the 
Clinchfield and west of the line of the Atlantic Coast Line from 
Jarratt through Halifax, Wilson, and Goldsboro to Wilmington 
the rates to or from Richmond, subject to official classification, 
are to be observed as minima; (c) on traffic between central 
and Buffalo-Pittsburgh territories and points in North Carolina 
and southern Virginia on and east of the line of the Atlantic 
Coast Line described in subparagraph (b) the rates to or from. 
Norfolk subject to official classification are to be observed as 
minima; (d) on traffic between trunk line territory and New 
England, on the one hand, and points in southern Virginia and 
North Carolina on and east of the line of the Atlantic Coast Line 
described in sub-paragraph (b) the rates to or from Jarratt, 
Va., are to be observed as minima and on traffic between the 
same sections of official territory and the remainder of southern 
Virginia and North Carolina rates to or from Roanoke are to be 
observed as minima, 

A further proposed finding is that class rates between points 
in North Carolina and points in Wisconsin and in Minnesota east 
of the Mississippi River (including St. Paul and Minneapolis) 
for the future will be unjust and unreasonable to the extent that 
they may exceed rates constructed by adding arbitraries in 
appendix D to the rates to or from the nearest Virginia city. 

Appendix D provides a scale of arbitraries in cents a 100 
pounds, subject to southern classification for 12 classes, The 
arbitraries for the block of 30 miles and under are: 8, 7, 6, 4, 4, 3, 
3, 2, 2, 2, 2,1. The arbitraries for the block between 90 and 110 
miles are: 30, 26, 21, 17, 14, 12, 11, 9, 8, 7, 6, 5. Those for the 
block between 170 and 190 miles are: 47, 40, 33, 26, 21, 19, 16, 
14, 12, 11, 9, 8. The arbitraries for the block between 250 and 
270 miles are: 63, 54, 44, 35, 28, 25, 22, 19, 16, 14, 18, 11. For 
the final block between 290 and 310 miles the arbitraries are: 
71, 60, 50, 39, 32, 28, 25, 21, 18, 16, 14, 12. 


KENTUCKY CLASS RATES 


Bridge scales to moderate the abruptness of the connections 
between the southern class rate structure in Kentucky, on the 
one hand, and the official and western class rate structures, 
on the other, have been proposed by Examiner Hosmer in No. 
21373, Commonwealth of Kentucky et al. vs. Ahnapee & Western 
et al., and a sub-number, Frankfort Chamber of Commerce vs. 
Same. Parts of fourth section application No. 13470 and some 
other applications are also treated in the report. This report 
is akin to a report, also proposed by Examiner Hosmer in No. 
21665, North Carolina Corporation Commission vs. A. C. & Y. 
et al. and a sub-number, Southside Virginia Just Freight Rate 
Association vs. Atlantic Coast Line et al., issued at the same 
time. 

Hosmer recommended in the Kentucky complaints that the 
Commission find unjust and unreasonable the class rates between 
official territory and western trunk line territory, on the one 
hand, and points in Kentucky, on the other. He also recom- 
mended the grant of fourth section relief in connection with the 
bridge scales proposed by him between official territory and 
points in Kentucky in southern territory. 

Kentucky alleged that the class rates in that part of the 
state in southern territory were not only unreasonable but also 
unduly prejudicial to Kentucky and unduly preferential of states 
in other territories and in violation of the long and short haul 
part of the fourth section. 

While the complaints were attacks upon the southern class 
rate structure, Examiner Hosmer, in the ultimate, treated them 
as constituting border-line cases created by the differing levels 
of the class rate structures. His recommendations are a remedy 
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for the troubles caused by the different levels. He said that 
one of the fundamental questions presnted by the complaints 
was whether Kentucky belonged, for rate making purposes, in 
southern or Official territory. It had not been shown, he said, 
that the removal of Kentucky from southern territory into official 
territory, as sought by the complainants, would be justified on the 
grounds either of superior transportation conditions to those 
found generally in the south or of more profitable traffic than 
that offered to the railroad by other southern states. 

“If the official basis of class rates were to be given to Ken- 
tucky,” said Hosmer, “it is a certainty that other states would 
demand the same treatment, as the expressions of Tennessee 
interveners in this case indicate. The ultimate result would be 
a far-reaching and general reduction of rates which would take 
many millions of dollars from the gross revenues of the southern 
carriers at a time when they can ill afford such reductions. 
It may be argued that this would be offset by increase in the 
volume of traffic from these rates, but no facts are at hand 
to prove such a contention. 

“The present rule of rate-making in section 15a requires 
consideration of ‘the need, in the public interest ,of adequate 
and efficient railway transportation service at the lowest cost 
consistent with the furnishing of such service; and to the need 
of revenues sufficient to enable the carriers, under honest, eco- 
nomical, and efficient management to provide such service.’ The 
revenue needs of the southern carriers therefore constitute an 
important factor in these proceedings.” 

Examiner Hosmer gave some attention to what he said 
was the prominently stressed contention by complainants that 
the defendants had pursued a rate policy tending to throttle 
Kentucky industrially. He said it had such serious implications 
that it deserved some discussion. 

“The records in numerous cases before the Commission in 
the past decade,” said the examiner, “‘should completely acquit 
the southern roads as a whole of any charge of lack of co- 
operation in promoting manufacturing in the south. On the 
contrary, it may fairly be said that they have gone to the limit 

_in the other direction . . . Complainants do not question the 
existence of the policy above referred to on the part of the 
southern carriers, ‘but say it has not been applied to Kentucky, 
pointing to the absence of commodity rates from Kentucky simi- 
lar to those from other sections of the south. The charge that 
Kentucky has been singled out for different treatment than that 
accorded the rest of the south is not convincingly supported.” 

As to the issue of undue prejudice the examiner said the 
allegation and the evidence thereunder were general in nature 
and indefinite. Examiner Hosmer said the problem chiefly 
grew out of differences between the Ohio River cities and in- 
terior Kentucky, the former having official territory rates while 
the latter were on the southern territory basis. But, he said, 
there was another complicating element because of the fact 
that as to trunk line territory and New England, Lexington 
had the official basis of rates with a broad rate advantage over 
many other points in interior Kentucky in its general vicinity. 
For example, he said, the first class rate from New York to 
Frankfort was 26 cents higher than the corresponding rate to 
Lexingtton for a difference in distance of but 28 miles. The 
New York-Danville rate, he said, was 31 cents higher than the 
Lexington rate, the difference in distance being 34 miles. 

“Such spreads cannot be defended,” said Examiner Hosmer, 
“and the situation is even worse on some of the lower classes 
because of differences in class percentages.” 


He said there was a further complication in that George- 
town, Paris, and Walton, Ky., had also ‘been on the official basis 
to and from the eastern part of official territory, although these 
three points were served not by the Chesapeake & Ohio but 
by the Louisville & Nashville and the Cincinnati, New Orleans 
& Texas Pacific, which had been and still were southern terri- 
tory lines. 

Examiner Hosmer pointed out that the Commission in its 
revision of the western trunk line class rates dealt with a prob- 
lem similar to that which was presented by the Kentucky com- 
plainants, and that it dealt with the situation by making the 
rates prescribed between official and western territories sub- 
ject as maxima to rates obtained by adding to first class rates 
to and from gateway points, subject to official classification 
arbitraries in a “bridge scale,” the lower classes to be based 
on the western class percentages. 

Accordingly, said the examiner, there was tentatively pro- 
posed in this report a “bridge scale” for alternative application 
in connection with the rates prescribed in the Southern Class 
Rate Revision between Kentucky and official territory. The 
first class arbitraries, he said, were not widely different from 
those in the bridge scale in the western case. The rates on 
the lower classes, he said, would not, however, be determined 
by the method followed in that case. Instead, Hosmer pro- 
posed that there be separate arbitraries for each class, sub- 
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ject to southern classification, to be added to the officia) Tate 
for the applicable class to or from the gateway. That basis 
he said, was likewise being proposed for application betwee, 
official territory and North Carolina and southern Virginia jy 
the case hereinbefore mentioned which, Hosmer said, were j, 
the nature of companion proceedings to these. Examiner Ho, 
mer said it was proposed that Lexington be considered a gate 
way for the use of these arbitraries, so far as rates to and 
from trunk line territory and New England were concerned, 
and that they should come into play at points north, west, ang 
south of Lexington. They should also be applied, said Hosmer, 
in making rates to and from Paris, Walton, and Georgetown, 
replacing the present rates to those places subject to officig) 
classification. 

Complainants, the examiner said, sought the establishment 
of rates between Kentucky and western territory. There was 
little evidence, he said, concerning the present rates to and 
from the west, which were made by combination of rates to 
and from Ohio River crossings. Since the latter points now 
had joint rates to and from western trunk line territory, Exam. 
iner Hosmer said there would seem to be no good reason why 
those arbitraries should not be added to such rates in making 
rates between Kentucky and the west. 

Although commodity rates between Kentucky and official 
territory were in issue, Examiner Hosmer said the evidence 
would not support a finding concerning them. Commodity rates 
within official territory, he added, were a result of special con. 
ditions affecting the various traffic and localities involved. For 
obvious reasons, he added, no general relationship between such 
rates and the commodity rates between official territory and 
Kentucky could be determined. The rates between official ter. 
ritory and points on the Chesapeake & Ohio in Kentucky, the 
examiner said, had been revised since the hearings closed in 
these cases, the revision having been made in connection with 
the eastern class rate case. Many of them, he said, were lower 
than the rates there prescribed and the evidence in the present 
record did not warrant any modification of those rates. 

After definitely including Paris, Georgetown, and Walton, 
in southern territory, Examiner Hosmer said that the rates for 
the future would be unjust and unreasonable to the extent that 
they might exceed rates arrived at by adding to the rates 
between points in official territory and any of the following 
points, viz.: Cairo, Ill., Evansville, Ind., Cincinnati, O., Paducah, 
Lexington (on traffic to and from trunk line territory and New 
England only), and Louisville, Ky., the arbitraries set forth 
in appendix C (herein summarized but not set forth in full) 
for the short line distance between recognized base points in 
Kentucky in southern territory and the applicable gateway 
points above named, subject to the observance of minimum-rate 
provisions now in effect. 

As to class rates between points in western trunk line ter- 
ritory and points in Kentucky in southern territory, Hosmer 
said the Commission should find that for the future they would 
be unjust and unreasonable to the extent that they might ex- 
ceed rates arrived at by adding to the rates between points 
in western trunk line territory and any of the following points, 
viz.: Cairo, Ill., Evansville, Ind., Cincinnati, O., Paducah and 
Louisville, Ky., the arbitraries set forth in appendix C (before 
mentioned) for the short line distance between recognized base 
points in Kentucky and the applicable gateway points before 
named. 

The examiner said that fourth section relief should be 
granted to the same extent and subject to the same conditions 
as provided in Rates, From, to and Between Points in Southern 
Territory, 191 I. C. C. 507. 

Appendix C, which provides arbitraries for 12 classes, begins 
with arbitraries for 30 miles and under for the various classes, 
in cents a 100 pounds, as follows: 8, 7, 6, 4, 4, 3, 3, 2, 2, 2, 2, 1. 
For the block between 90 and 110 miles the arbitraries for the 
12 classes are 30, 26, 21, 17, 14, 12, 11, 9, 8, 7, 6, 5. For the block 
between 150 and 170 miles, the arbitraries are 43, 37, 30, 24, 19, 
17, 15, 18, 11, 10, 9, 8. For the block between 250 and 270 
miles the arbitraries are 63, 54, 44, 35, 28, 25, 22, 19, 16, 14, 13, 11. 
The scale ends with arbitraries for the block between 290 and 
310 miles as follows: 71, 60, 50, 39, 32, 28, 25, 21, 18, 16, 14, 12. 


LAKE AND RAIL RATES 


Examiners William J. Koebel and Arthur S. Parker, in I. 
and S. 3662, lake and rail class and commodity rates, also em- 
bracing 24913, Board of Railroad Commissioners of South Da- 
kota vs. B. and O. et al., and I. and S. 3805, Class rates via rail 
lake rail routes, have recommended an adjustment of the rates 
in question, differing largely from that proposed by the car- 
riers, but not entirely departing from carrier ideas. They have 
recommended on change in the rates between the east and 
Chicago, but have proposed the approval of the disruption of 
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the parity between Duluth and Chicago to the extent of ten 
cents @ hundred pounds on first class instead of 25 cents, as 
proposed by the carriers. The Twin Cities rates as proposed 
are to be made thirty cents over Duluth. 

The first class lake rail rate between New York and Chi- 
cago docks as proposed is to be fifteen cents under the all rail 
rate, sixty-five cents under at Lake Superior docks, and thirty, 
twenty-two, and twelve cents under at inland points reached via 

ke ports. 

2 ja important change proposed by the examiners on the 
ground of undue prejudice is the use of Official Classification 
ratings between the east and Duluth, the Twin Cities and all 
Wisconsin and upper Michigan points, and eastbound only from 
all the remainder of Western Trunk Line Territory. 


PROPOSED REPORTS 


Wheat 


No. 25872, Lyon & Greenleaf Co., Inc., vs. N. Y. C. et al. 
By Examiner T. Naftalin. Dismissal proposed. Rate charged, 
wheat, Wauseon, O., to Ligonier, Ind., there milled into flour 
and reforwarded to Davenport, Ia., applicable. 

Molding Sand 

No. 25961, Keener Sand and Clay Co. vs. N. Y. C. & St. L. 
et al. By Examiner Herbert P. Haley. Rate charged, molding 
sand, Shinrock, O., to South Bend, Ind., proposed to be found 
unreasonable to extent it exceeded a rate made on a basis found 
reasonable on molding sand, in open top cars, in Industrial Sand 
Cases, 1930, 188 I. C. C. 99, plus the emergency charge. The 
examiner said that a rate made on that basis should be found 
reasonable and nonprejudicial. 


Cottonseed Oil 


No. 25760, Armour & Co. vs. Pennsylvania et al. By Ex- 
aminer Charles A. Rice. Dismissal proposed. Rates, edible, 
liquid cottonseed oil, in metal cans, boxed, in less than car- 
loads, Jersey City, N. J., to Baltimore, Md., Philadelphia, Pa., 
Wilmington, Del., and Washington, D. C., not unreasonable. 


Coal 


No. 23130, intrastate rates on bituminous coal between 
points in Illinois, and No. 21020, Traffic Bureau, Davenport 
Chamber of Commerce, et al. vs. A. & B. et al. By Examiner 
R. N. Trezise. Upon further hearings. Findings in former re- 
port, 182 I. C. C. 537, as to reasonable rates, bituminous coal, 
from northern Illinois and Peoria and Fulton county groups 
to Moline, Ill., and Dayenport, Ia., and related points modified 
in part. The examiner recommends that the Commission find 
that reasonable maximum and nonprejudicial rates from the 
northern Illinois group, including Wilmington, and from Fulton 
and Peoria counties, including Peoria and Pekin, but not in- 
cluding Alpha and Atkinson, to Davenport, Bettendorf, Linwood, 
Iowana, Riverside, Davis Gardens, and Buffalo, Ia., should not 
exceed $1.22. He also recommended that the assailed rates 
from the same origins to Rock Island, Moline, East Moline, Car- 
bon Cliff and Silvis be found to result in undue, unreasonable 
and unjust discrimination against interstate commerce in viola- 
tion of section 13, which should be removed by the establish- 
ment of rates not lower than $1.22 a net ton. These rates are 
recommended as a substitute for a rate of $1.15 a ton from 
northern Illinois and $1.23 from Fulton County and Peoria groups 
to the destinations named. 

Wheat 


No. 25797, Rea-Patterson Milling Co. vs. A. T. & S. F. et al. 
By Examiner L. J. P.-Fichthorn. Dismissal proposed. Rates 
charged, wheat, Booker, Darrouzett, Spearman, Twichell, and 
Follett, Tex., stored at Wichita, Kan., milled at Coffeyville, Kan., 
and wheat flour and bran shipped to Lake Charles and Alex- 
andria, La., proposed to be found applicable on two cars and 
inapplicable on seven carloads which were undercharged. Ap- 
plicable rates over routes of movement 60.5 cents to Lake 
Charles and 64.5 cents to Alexandria. 


Fresh Peaches 


No. 25951, J. R. Clutts et al. vs. M. P. et al. By Examiner 
Herbert P. Haley. Rates, fresh peaches, points in Illinois to 
points in Missouri and Kansas proposed to be found unreason- 
able to the extent they exceeded 50 per cent of the correspond- 
ing first class rate. Reparation proposed. 


Sweetclover Seed 


No. 25833, American Field Seed Co. vs. C. & N. W. et al. 
By Examiner John J. Crowley. Rates, sweetclover seed, car- 
loads, Watertown, New Effington, Brandt, Toronto, Ramona, and 
Lake Preston S. D., to Chicago, Ill., proposed to be found un- 
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reasonable to the extent they exceeded the contemporaneous 
class D rates. Reparation proposed. 


Anthracite Coal 


No. 25284, Wilmington Chamber of Commerce on behalf of 
Wilmington, Del., Coal Merchants’ Bureau et al. vs. B. & O. 
et al., and a sub-number, Wilmington Chamber of Commerce 
on behalf of The Pyrites Co., Inc., vs. Same. By Examiner Paul 
Coyle. Rates, anthracite coal, mines in Pennsylvania to des- 
tinations in northern Delaware proposed to be found unreason- 
able. New rates proposed and reparation proposed in certain 
shipments and denied on others. The examiner said the Com- 
mission should find rates from mines in the Schuylkill region 
to Wilmington for the future would be unreasonable to the 
extent that they might exceed $2.59 on prepared sizes, $2.34 
on pea and smaller sizes except on buckwheat No. 4, and $1.97 
on buckwheat No. 4, from mines in the Wyoming and Lehigh 
region to all destinations except New Castle, $2.72 on pre- 
pared sizes, $2.47 on pea and smaller sizes, except on buck- 
wheat No. 4 to Wilmington, and $2.10 on buckwheat No. 4 to 
Wilmington; from mines in the Schuylkill region to all des- 
tinations except Wilmington and New Castle, $2.59 on- prepared 
sizes and $2.34 on pea and smaller sizes; mines in the Wyom- 
ing and Lehigh regions to New Castle, $2.80 on prepared sizes 
and $2.55 on pea and smaller sizes; and from mines in the 
Schuylkill region to New Castle, $2.67 on prepared sizes and 
$2.42 on smaller sizes. 


IOWA CONSTRUCTION OPPOSED 


Denial of an application in Finance No. 9767, proposed con- 
struction and operation of lines by Burlington, Muscatine & 
Northwestern Railway Co., has been recommended in a pro- 
posed report by Examiner C. P. Howard. 

The Burlington, Muscatine & Northwestern on December 
19, 1932, applied for authority to construct, rehabilitate and 
operate lines, including mileage to be operated under trackage 
rights, extending in a southerly direction from Muscatine to 
Burlington, Ia., a distance of about 50 miles. 


c. M. St. P. & P. ABANDONMENT 


Examiner C. P. Howard, in Finance No. 9731, Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Co. abandonment, has 
récommended that division 4 permit the abandonment by the 
applicant of about 35.5 miles of its line in Wabasha county, 
Minn., between Midland Junction and Zumbro Falls. The ex- 
aminer said the record showed that a large part of the farm 
products and practically all of the livestock in the territory 
of the line were handled by trucks. Local interests which pro- 
tested abandonment submitted a paper signed by about 150 
residents and property owners who pledged to the applicant 
as long as the line was maintained all incoming and outgoing 
freight tonnage that they controlled and agreed to urge others 
to do likewise. Examiner Howard said the record afforded 
little ground for hope that future operation would show any 
material decrease in the losses heretofore incurred. 


LOANS TO RAILROADS 


In connection with approval of a loan of $950,000 to the 
Denver & Rio Grande Western Railroad Co., the Reconstruc- 
tion Finance Corporation imposed several conditions, includ- 
ing limitations on salaries. The R. F. C. prescribed the fol- 
lowing salary scale: Chairman of the board, $8,000; chairman of 
the executive committee, $8,000; counsel to the board, $8,000; 
assistant secretary and assistant treasurer to the board, $4,500; 
president, $36,000; general counsel, $13,500; all other officers, 
directors and employes, receiving compensation prior to any 
reduction thereof at a rate of $6,000 a year or more, 20 per cent 
less than the rate of compensation prior to any reduction 
thereof. 

Another condition imposed was that as long as the rail- 
road company was indebted to the R. F. C. it would observe 
all lawful orders of the “federal coordinator of railroads.” 

In consideration of the making of the loan of $950,000, ac- 
cording to a letter to the R. F. C., signed by T. M. Schumacher, 
chairman of the board of directors, and L. W. Baldwin, chair- 
man of the executive committee of the D. & R. G. W., the 
officers named agreed that the management of the company 
would undertake negotiations looking toward merger, consolida- 
tion or unification and submit a plan of readjustment, “the 
purpose of which will be to very substantially improve the 
financial and traffic condition of the railroad.” 

Reports from New York this week were to the effect that 
tentative plans had been made looking toward merger of the 
Denver & Rio Grande Western, Denver & Salt Lake and the 
Western Pacific with the Burlington. 

In Finance No. 9179, Meridian & Bigbee River Railway Co. 
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reconstruction loan, W. E. Hopkins, trustee of the property, has 
asked the Commission to approve a loan to him from the R. F. C. 
of $750,000 in place of the approval it gave on January 26, 1933, 
for $600,000, on condition that the company rearrange its affairs. 
The loan was approved to enable the company to complete an 
extension from Cromwell to Maplewood, Ala. Since the time 
the Commission approved a loan of $600,000 the trustee said 
that as a result of the national recovery act and other influences 
there had been a substantial increase in commodity prices and 
wages so that it would take more money to carry out the 
project than the Commission had approved. He added that 
just what would be the actual extent of the increases at the 
time the loan, as now applied for, was authorized and contracts 
could be made, was uncertain. 

In Finance No. 9183, Chicago, Indianapolis & Louisville 
Railway Co. reconstruction loan, the Commission, by division 
4, having been advised that the applicant desired to withdraw 
an application filed February 29, 1932, for a loan of $2,500,000 
from the R. F. C., has dismissed the application. 

In Finance No, 10152, the Mayo & Cook’s Hammock Railroad 
Co. has applied for a loan of $200,000 from the R. F. C. to provide 
additional funds in connection with completing and equipping 
line between Mayo and Cook’s Hammock, Fla., and to provide 
working capital. 


LOWER FARE BASIS 


The Commission, by means of orders in respect of intra- 
state passenger fares and charges in a number of cases, has 
further suspended, from October 5 to April 5, the effective 
dates of its orders requiring intrastate passenger fares and 
charges to be put upon the interstate level. This further 
extension of the suspension of its orders enables the Louisville 
& Nashville, Atlanta & West Point, Mobile & Ohio and the 
Western Railway of Alabama to continue the experiment they 
have been making with reduced passenger fares and the elim- 
ination of surcharges for transportation in parlor and sleeping 
cars which they began last April. Where necessary the Com- 
mission has also given the carriers sixth section permission 
to enable them to accomplish necessary tariff publications for 
the continued term beginning on October 5. 

Further suspension of the effective dates have been granted 
in No. 13412, surcharge for transportation of passengers in 
sleeping or parlor cars between points in the state of Georgia, 
two orders being issued in that case. Two orders have also 
been issued in No. 11703, in the matter of intrastate rates with- 
in the state of Illinois and three in No. 12214, surcharge for 
transportation of passengers in sleeping or parlor cars between 
points in the state of Alabama. 


REDUCED PASSENGER FARES 


At a meeting of eastern railroad presidents in New York, 
September 21, decision was reached to reduce the basic pas- 
senger fares in Official Territory, New England excepted, from 
the present level of 3.6 cents a mile to 3 cents a mile, one way, 
and 2 cents for the round trip. Elimination of surcharges was 
also voted, the action having followed pressure applied by the 
western railroads over a considerable period of a time for a 
reduction in the basic fares in the west. Success of lower rates 
tried in the south and west, along with the large volume of 
rail passenger ‘business stimulated by the exceptionally low 
and widespread reduction of rates for excursions to A Century 
of Progress, in Chicago, are said to have played an important 
part in bringing about the decision of the eastern executives. 

No official announcement has been made by the western 
lines of a reduction of the passenger fare in that territory as 
yet, but the subject is known to have been actively under con- 
sideration for some time, and it was recently stated, more 
or less officially, that the question with them was no longer as 
to whether there should be a reduction, but was as to the ex- 
tent to the reduction. It is believed, however that the western 
roads have at least tentatively decided on the same basis ap- 
proved by the eastern roads, with the addition that they pro- 
pose a 2-cent rate for coach travel. 

No action has as yet been taken by southern lines, though 
the possibility of uniform action in all three territories is in- 
dicated by a request of the Eastern President’s Conference, 
which was the organization responsible for the eastern decision, 
for a meeting of representatives of lines in all three terri- 
tories. Uniformity in the basic rates throughout the country 
is held to be highly desirable, both because of many technical 
features involved in publication and making of the rates effec- 
tive and for competitive reasons. It is pointed out that exist- 
ence of a different level in one territory from what obtains in 
another would result in numerous fourth section violations over 
some routes in going from one territory into the other, and 
that there are other objections “too numerous to mention.” 
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The Pennsylvania, New York Central, and New Haven are 
said to have been the most active opponents of a reduction in 
the basic fare, but were swung into line by recent development, 
It is hoped to make the new fares effective November 1, ang jy 
no event later than December 1. 


RAILROAD EARNINGS 


The Commission’s monthly statement on operating revenues 
and operating expenses‘of Class I railroads for the month of 
July and the seven months ended with July, for the country 
as a whole, follows: ; 





JULY 
1933 1932 
Average number of miles operated ....... 240,861.53 241,923.68 
Revenues: 
MEE istae wasoRaa thw cued saan wma es $240,172,201 $179,856,070 
i Rr eer ree 30,964,116* 32,713,266 
BED) iricdind enwiowiod a sieieninneksin a Mase. sineie 7,333,733 7,868,844 
ee ee re ene ee 2,678,268 2,845,137 
All other transportation .............. 6,608, 832 6,214,625 
NS Perr cee 5,409,253 5,312,872 
Joint facility—Cr 739,153 767,124 
Joint facility—Dr 197,257 246,754 
Railway operating revenues ...... 293,708,299 235,331,184 
Expenses: 
Maintenance of way and structures .. 30,401,012 29,449,033 
Maintenance of equipment ........... 51,670,754 47,983,351 
ee eer 7,177,058 8,011,022 
RINE 6 6.60:00:6 6:6.6.0:0.6:0 54 09.40% 80% 91,883,965 90,044,813 
Miscellaneous operations .............. ,042,7 2,262,762 
SNE c0.0i40 bss edeo meee dic-nineessaeee-s-0 11,924,385 12,485,804 
Transportation for investment—Cr... 191,459 422,777 
Railway operating expenses ....... 194,908,498 189,814,008 
Net revenue from railway operations .... 98,799,801 45,517,176 
BUT CRT CCE io o o.60:6.6:0-0.6.0:00:0:0-0 0:0:5:0 23,505,048 23,872,896 
Uncollectible railway revenues ........... ,68 73,118 
Railway operating income ....... 75,214,073 21,571,162 
Equipment rents—Dr. balance ............ 7,665,110 7,298,361 
Joint facility rent—Dr. balance .......... 3,241,895 2,985,379 
Net railway operating income .. 64,307,068 11,287,422 
Ratio of expenses to revenues (per cent). 66.36 80.66 
* Includes $1,377,397 sleeping and parlor car surcharge. 
t Includes $1,482,800 sleeping and parlor car surcharge. 
SEVEN MONTHS 
1933 1932 
Average number of miles operated ...... 241,146.92 241,755.38 


Revenues: 


IE Sha gataw ope aneiaad aun seks seeece $1,374,876,547 $1,406,382,261 
ee rrr er rr ree 80,966,807* 233,987, 888t 
MS BiiGuud<tcmencamehekisiedasuawan ews 52,512,006 56,802,669 
MNO cece iat osa wince wewnesose-0 see 25,480,005 32,529,658 
All other transportation ............. 40,950,068 46,965,521 
SS ener er 30,787,848 38,277,741 
SOME TRC CE os cc ccccesceseevsees 4,659,988 5,439,254 
TONE TC hn hess nsrswsdcvcws 1,298,85 1,683,070 
Railway operating revenues ...... 1,708,934,417 1,818,701,922 
Expenses: 
Maintenance of way and structures .. 177,897,476 217,959,520 
Maintenance of equipment ........... 330,433,739 373,902,496 
Ee errr TS ee 49,850,722 59,187,841 
i EE SE A RO I 610,541,915 696,781,935 
Miscellaneous operations ............ 12,937,347 17,217,829 
ME: Gisesdckwcuewcntsnaweebiawe eee 83,807,080 94,221,086 
Transportation for investment—Cr ... 1,618,47 2,572,051 
Railway operating expenses ....... 1,263,849, 807 1,456,698,656 
Net revenue from railway operations . 445,084,610 362,003,266 
RANWAY TAX ANG GOCTURIB «...6ccccccccccce 157,603,101 170,009,447 
Uncollectible railway revenues ........... 564,875 544,656 
Railway operating income ....... 286,916,634 191,449,163 
Equipment rents—Dr. balance ........... 49,209,615 50,304,824 
Joint facility rent—Dr. balance .......... 20,969,533 20,244,078 
Net railway operating income . eed anate 


Ratio of expenses to revenues (per cent) 


* Includes $8,653,776 sleeping and parlor car surcharge. 
t Includes $11,411,968 sleeping and parlor car surcharge. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Interstate Commerce Commission: P. A. Brown, Dallas, Tex.; 
George C. Conn, San Francisco, Calif.; James L. Elliott, Chi- 
cago, Ill.; B. H. Fleet, Dallas, Tex.; Scott Gaines, Austin, Tex.; 
Evan W. Girton, Philadelphia, Pa.; Gilbert H. Graham, Lake 
Charles, La.; Allen S. Huntington, New York, N. Y.; Lewis 
Jones, Brigham City, Utah; Seligman H. Kern, New York, N. Y.; 
Clarence G. Mead, Lisbon, N. D.; Walter L. Nixon, Minneapolis, 
Minn.; Wolfred W. Peck, Chicago, Ill.; Claude D. Pepper, Talla- 
hassee, Fla.; C. N. Perkins, Los Angeles, Calif.; Anson G. 
Phelps, New York, N. Y.; Amos L. Roberts, Kansas City, Mo.; 
G. C. Smith, Denver, Colo.; Norbert L. Tevlin, Chicago, IIL; 
E. S. Wallace, Roswell, N. Mex.; Warrack Wallace, Indianapolis, 
Ind.; Curtis L. Waller, Tallahassee, Fla. 





I. C. C. BUILDING CONTROVERSY 


Work on the structure in which the Commission is to be 
housed when it is completed is being delayed by a jurisdictional 
controversy between unions of carpenters and metal workers. 
About 1,000 men are idle while efforts are being made to com- 
pose the dispute, which is about the setting of radiator covers. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
Digests taken from Reporters and Digests of National Reporter System, 


(Digeeublished by West Publishing Co, St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Municipal Court of City of New York, Borough of Manhat- 
tan, Ninth District.) Railroad company, transporting to auction 
market damaged watermelons, received from initial carrier, was 
responsible as delivering carrier in like manner as initial car- 
rier (Interstate Commerce Act, sec. 20 (11), as amended, 49 
USCA, sec. 20 (11). (Perkel vs. Pennsylvania R. Co., 265 N. Y.S. 
597.) 

Generally, arrival in damaged condition of property de- 
livered to carrier in good condition and properly packed requires 
carrier to explain cause of injury to escape liability for damages. 
—Ibid. 

Common carrier must transport and deliver safely and is 
jnsurer against failure to do so, unless caused by public enemy, 
act of God, or cause validly excepted in contract.—Ibid. 

Common carriers, holding themselves out as shippers of 
perishable fruit, must exercise higher degree of care than in 
shipment of articles not inherently perishable.—Ibid. 

Railroad company’s rule, requiring owners to load and un- 
load freight carried at carload ratings, did not relieve com- 
pany from liability for damage to watermelons in transit; rule 
merely requiring shipper to assume burden or expense of load- 
ing and person ultimately receiving property that of unload- 
ing.—Ibid. 

Indorsements “S. L. & C.” on bills of lading did not relieve 
railroad company from liability for damage to melons properly 
loaded by shipper (Federal Bill of Lading Act, sec, 21 (49 USCA, 
sec. 101) ).—Ibid. 

Carrier electing to carry shipment, defects in which are 
apparent, cannot urge such defects as defense to action for 
damage thereto, but full common-law liability attached.—Ibid. 

Delivering carrier’s full common-law liability attached to 
contracts for carriage of watermelons under bills of lading in- 
dorsed “S. L. & C.,” even if melons, claimed to have been in- 
spected by initial carrier’s representatives at point of origin, 
were improperly loaded (Federal Bill of Lading Act, sec. 21 (49 
USCA, sec. 101)).—Ibid. 

Railroad company delivering watermelons, which were in 
good condition and properly loaded when shipped by initial car- 
rier, at auction market in damaged condition, held liable for 
damages, in absence of proof that damage was due to act of 
God, public enemy, or cause validly excepted in contract.—lIbid. 

Evidence of injury to watermelons in cars, delivered at auc- 
tion market by railroad company, held sufficient to establish 
latter’s liability for pecuniary damage caused by depreciation in 
value thereof due to shift of lading alone.—lIbid. 

Burden was on railroad company, sued for damage to water- 
melons in transit, to show that plaintiff could have mitigated 
damages by accepting and unloading melons and ascertaining 
number actually injured.—lIbid. 

Evidence in action against railroad company for damage 
to watermelons in transit held to show that plaintiff could not 
have mitigated damages by accepting and unloading melons and 
ascertaining number actually injured. 

Plaintiff showed that it would cost 2 cents per melon for 
unloading and reloading melons, of which each car contained 
from 800 to 1,200, result in delay of at least day in sale there- 
of, and depreciate value of cars because not fully loaded.— 
Ibid. 

Railroad company’s rule, requiring owners to load and un- 
load cars carried at carload ratings, did not require consignee 
to accept and unload watermelons, delivered at destination in 
damaged condition, to recover damages measured by market 


value thereat.—Ibid. 
Cause of action for breach of contract accrues when breach 


is completed.—Ibid. 

Causes of action against railroad company for damage to 
watermelons in transit accrued when defendant tendered ship- 
ments at destination in damaged condition.—Ibid. 

Measure of damages, recoverable from railroad company, for 
injuries to watermelons in transit, is difference between market 
values of carload lots at destination in their condition when 
shipped and when tendered by carrier to consignee.—Ibid. 

In applying measure of damages for injuries to carloads 
of watermelons in transit, regard must be had to expense of 
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acceptance thereof and use and purpose for which shipment is 
intended.—Ibid. 

Consignee of goods, damaged in transit, is entitled to re- 
cover from carrier for loss of what he would have had if con- 
tract of carriage had been performed by conveying goods 
safely.—Ibid. 

Consignee, selling cars of watermelons, damaged in transit, 
at destination as damaged shipments, held proper party to sue 
railroad company for damages; causes of action accruing when 
melons were injured.—lIbid. 

“Reconsignment” of cars to other destinations is affected 
by new agreement in addition to and extending terms of original 
contract of carriage over new and additional period of trans- 
portation.—Ibid. 

One purchasing carload shipment in transit, without inspec- 
tion or actual or constructive knowledge of injury thereto while 
in carrier’s possession, and assuming payment of freight charges, 
may recover damages from carrier.—lIbid. 

Purchaser of carload shipment of property, inspected or 
displayed for inspection, takes it in condition in which offered 
for sale, without redress against carriers for damage caused 
prior thereto.—Ibid. 

Purchaser of carload shipment of damaged property, in- 
spected or displayed for inspection, may sue carrier for addi- 
tional or further damage at carrier’s hands while in transit, 
awaiting delivery, or during transportation after reconsignment, 
—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


(Superior Court of Pennsylvania.) In express company’s 
action against consignee for C. O. D. charges on package de- 
livered, as “open package,” evidence whether defendants knew 
that package was a C. O. D. held insufficient for jury. (Rail- 
way & Express Co. vs. DeRoy, 167 Atl. Rep. 444.) 

That testimony is oral does not require its submission to 
jury, where there is no competent evidence to support plaintiff’s 
case.—Ibid. 





Court takes judicial notice of 


(Supreme Court of Idaho.) 
(In re Garrett Transfer 


contents of Journal of State Senate. 
& Storage Co., 23 Pac. Rep. (2nd) 739.) 

Eliminating by amendment from bill requirement of cer- 
tificate of convenience and necessity and requiring only permit, 
for auto transportation companies, showed that legislative 
intentionally omitted such provision (Code 1932, sec. 59-801 et 
seq.).—Ibid. 

Where statute provided that public utilities statutes, in so 
far as applicable, should apply to “motor propelled vehicle” 
carriers, which term was nowhere defined, an “auto trans- 
portation company” was defined, court assumed that legisla- 
ture meant same thing (Code 1932, secs. 59-101 to 59-714, 59-801 
et seq.).—Ibid. 

Where one statute refers to another and makes latter part 
of former in so far as applicable, court construes into former 
only such provisions of latter as are applicable and will give 
effect to former.—Ibid. 

Statute requiring certificate of convenience and necessity 
from certain corporations did not apply to auto transportation 
company (Code 1932, secs. 59-108, 59-109, 59-116 to 59-121, 59-124, 
59-125, 59-526 to 59-528, 59-801 et seq.).—Ibid. 

Legislature has authority to designate carriers or utilities 
which must secure from Public Utilities Commission certificate 
of convenience and necessity before beginning operations (Code 
1932, secs. 59-526 to 59-528).—Ibid. 

On application by auto transportation company for permit 
to extend operations, Public Utility Commission did not err in 
not considering evidence relative to granting or refusal of cer- 
tificate of convenience and necessity (Code 1932,-sec. 59-526 to 
59-528, 59-801 et seq.).—Ibid. 

In issuing permit to auto transportation company for ex- 
tension of operations, Public Utilities Commission exercised dis- 
cretion granted by statute, where all evidence offered by con- 
testant was admitted but which was insufficient to show that 
applicant had not complied with statutory requirements (Code 
1932, sec. 59-804).—Ibid. 
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(Supreme Court of Georgia.) State’s control over streets 
and highways of entire commonwealth is paramount, and 
municipal ordinances must yield to conflicting legislative enact- 
ments. (Mayor and Aldermen vs. V. C. Ellington Co., 170 S. E. 
Rep. 38.) 

State may exercise its paramount authority over streets 
and highways of entire commonwealth whenever it sees fit, 
although it has by silence acquiesced in municipal regulation 
thereof.—Ibid. 

Ordinance levying street tax on motor carriers held void 
as conflicting with statute regulating motor carriers (Laws 
1931, p. 207, sec. 18).—Ibid. 

Section of act regulating motor common carriers held not 
unconstitutional as referring to more than one subject-matter 
or containing matter different from that expressed in title (Laws 
1931, p. 207, sec. 18).—Ibid. 

Statute regulating motor common carriers held not void 
as denying due process or protection of property (Laws 1931, 
p. 207, sec. 18; Const., art. 1, sec. 1, pars. 2, 3).—Ibid. 





(Supreme Court of Georgia.) Ordinance levying occupa- 
tional license tax on operators of bus terminals held void as 
conflicting with statute regulating motor common carriers (Laws 
1931, p. 207, sec. 18). (Southeastern Greyhound Lines vs. City 
of Atlanta, 170 S. E. Rep. 43.) 

Bus company held entitled to enjoin enforcement of ordi- 
nance imposing occupational license tax upon bus_ terminal 
operators, in violation of statute regulating motor common Car- 
riers, notwithstanding no arrest nor effort to collect tax by 
execution had been made (Laws 1931, p. 207, sec. 18).—Ibid. 





(Supreme Court of North Carolina.) In reference cases, 
findings of fact approved or made by superior court judge, if 
supported by any competent evidence, are not reviewable, un- 
less some error of law has been committed in hearing of cause. 
(Corbett vs. Atlantic Coast Line R. Co., 170 S. E. Rep. 129.) 

Carrier’s deliberate refusal to accept shipments tendered 
with proper freight charge entitled shipper to penalties pre- 
scribed by statute (C. S., sec. 3515).—Ibid. 

Statute prescribing penalty of $50 for each day that rail- 
road or transportation company refuses to receive and forward 
freight duly tendered with proper freight charges held consti- 
tutional as applied to intrastate commerce (C. S., sec. 3515).— 
Ibid. 

Evidence in shipper’s action for damages and penalties for 
carrier’s refusal to ship berry crates and vegetable hampers 
sustained finding that shipper sustained actual damages from 
cancellation of contract for delivery of freight tendered (C. S., 
sec, 3515).—Ibid. 

Profits shipper would have realized from shipment, except 
for carrier’s refusal to receive and forward shipment, are re- 
coverable as damages for wrongful breach of contract (C. S., 
sec. 3515).—Ibid. 

Carrier’s electing to stand on its interpretation of tariffs, 
and declining shipment on ground insufficient freight charges 
were tendered, could not complain of requirement to pay pen- 
alties and damages for error in wrongfully refusing shipment 
(C. S., sec. 3515).—Ibid. 


AMERICAN TRANSIT ASS’N 


Problems of local and interurban traction companies were 
considered at a three-day meeting of the American Transit 
Association at the Stevens Hotel, Chicago, September 18, 19, 
and 20. It was the fifty-second annual convention of the or- 
ganization. Evidence of reviving business was read into a 
report showing that revenues of street railways were showing 
a slight increase from the low reached last March. Peak 
revenues of all time were shown in the business in 1926, since 
the highways with their mounting flood of private automobiles 
and other economic developments have brovight about a steady 
decline similar to that experienced in the railroad passenger 
field beginning with 1921. 

With the problems of the strictly urban transportation 
agencies largely predominating in the meetings, though the 
association embraces interurban railway and bus lines within 
its membership, there was an attendance of more than a 
thousand at the sessions, which were held concurrently with 
the annual meetings of the American Transit Accountants’ 
Association, American Transit Engineering Association, Amer- 
ican Transit Operating Association, and American Transit 
Claims Association, affiliated organizations. 

At a banquet the evening of September 19, Malcolm Muir, 
in charge of transportation codes under General Hugh §S. John- 
son’s administration of the N.R.A., spoke on general aspects of 
the recovery law. 
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For the third successive year the Chicago, North Shore and 
Milwaukee electric line, operating between Chicago and Milway 
kee, received the Electric Traction Speed Cup as th fastest 
and most efficient electric line in America. It was the fit, 
time in the last seven years of the competition superviseg py 
the Association that the North Shore had won first honors 
and by placing first for the three successive years it obtaines 
permanent possession of the trophy. 


In taking premier honors among the eleven competing com. 
panies, the North Shore established an elapsed speed recon 
of 51.27 miles an hour, including fourteen regular schedule 
stops, for the 88.02 miles between downtown Milwaukee ang 
the Chicago “Loop.” This is the record upon which the awarg 
was based. 


The North Shore also led all contestants in running time, 
not including stops, with a speed of 70.42 miles an hour betwee 
the hearts of Chicago and Milwaukee. 


The winning speed this year represents a marked increage 
over the record of 41.8 miles an hour, which won the “Speed 
Cup” for the line the first time in 1927. It is an increase of 
27 per cent over the winning speed of 40.3 miles an hour ip 
1925, the first year of the contest. 


On-time performance was taken into consideration along 
with operating speed, in determining the contest winner. [In 
the six-month period of this year’s contest, from February 15 
to August 15, the North Shore had an average on-time record 
of 97.68 per cent in operating 36,072 trains. 


“This unusually fine record demonstrates that an increase 
in schedule speeds does not result in less regularity of serv. 
ice,” said the report of the committee on awards. “As a matter 
of fact, the faster service seems to call forth an improved 
employe morale and pride in accomplishment, and a more 
concentrated effort on the part of all departments to improve 
service standards so that delays may not be attributed to 
mechanical failures, track conditions, or overhead line troubles, 

“In addition to the direct benefits which have come to the 
individual companies participating in the contest, the entire 
attention of the industry has been focused on the necessity of 
improving schedule speed in order to more adequately com- 
pete with other forms of transportation, particularly the private 
automobile. It is quite generally conceded today that speed 
is a dominant requirement demanded by the public of all trans- 
portation, a requirement which must be met by every trans- 
portation company.” 


RAILROAD SALARIES 


The Trafic World Washington Bureau 


The salary of W. W. Atterbury, president of the Pennsyl- 
vania, according to a telegram from Mr. Atterbury to Coordina- 
tor Eastman, has been reduced, at Mr. Atterbury’s request, 
by the board of directors of the railroad company, to $60,000 
a year, effective September 1. This is one result of the action 
taken by Coordinator Eastman to bring about a reduction in 
the salaries of railroad executives. 


According to the records the salary of the president of the 
Pennsylvania, on Dec. 1, 1929, was $150,000. On July 1, 1931, 
it was $135,000; on April 1, 1932, it was $125,500, and on March 
1, 1933, it was between $100,000 and $109,999. 

As figured by railroad men the reduction in salaries of 
railroad executives who recently had been receiving more than 
$60,000, has resulted in a saving to the treasuries of railroad 
companies of $208,722. 

The telegram sent by President Atterbury to Coordinator 
Eastman follows: 


Referring to my letter to you, dated August 14, 1933: 

Under the by-laws of the Pennsylvania Railroad, the determina- 
tion of all salaries of $6,600 per annum and over is subject to ap- 
proval by the Board of Directors. At a meeting of the Board held 
on Wednesday, September 13, the first such meeting to be held 
since your statement of July 14 as Railroad Coordinator suggest- 
ing reduction of executive salaries, the following resolution was 
a ‘ 

= ereas it appears from the statement made to this Board by 
its President that he desires to have his salary fixed at $60,000 per 
annum, effective the 1st of September, 1933: 

“And whereas this Board is of the opinion that having made 
reasonable revision of the salaries of the executives and other officers 
of the Company it should not surrender its right to determine the 
compensation of its officers, nevertheless under the existing circum- 
stances and in deference to the wishes of its President it is hereby 

‘Resolved, that the salary of the President at his request is fixed 
at $60,000 per annum, effective September 1, 1933, and until further 
action of this Board.”’ 

In connection with this resolution I beg to call your attention 
to the fact that prior to this action by the Board of the Pennsylvania 
Railroad on September 13 regarding the salary of the President of 
the Company, the Board had since 1929 taken action which had re- 
sulted in a reduction of 46 per cent of the number of officers and 
52.5 per cent in the total compensation paid to officers of the Penn- 
sylvania Railroad. 
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RAILROAD COST FINDING 


The Trafic World Washington Bureau 


Coordinator Eastman has begun an investigation of cost 
fnding in rail transportation which will be under the direct 
supervision of John H. Williams, of New York City, a manage- 
ment engineer specializing in administrative control involv- 
ing budgeting and cost accounting methods, according to a state- 
ment issued by the coordinator. Mr, Williams will be assisted 
by an unpaid advisory committee on which the railroads, state 
commissions, and shippers will be represented. Ascertainment 
of accurate knowledge of railroad costs of service is the objec- 
tive of the inquiry. The coordinator’s statement follows: 


Section 13 of the emergency railroad transportation act, 1933, 
requires the coordinator to investigate, among other things, ‘cost 
finding in rail transportation.’’ Some time ago the Commission in- 
itiated an investigation, Ex Parte 91, with respect to a general re- 
vision of the accounting rules for steam railroads. At the hearings 
in that investigation a proposed new system of accounts was sub- 
mitted by the National Industrial Traffic League applying the prin- 
ciples of so-called cost accounting. It provided for an elaborate segre- 
gation or allocation of receipts and expenses to particular services or 
operations. An alternative plan of somewhat similar nature was sub- 
mitted in behalf of the statistical committee of the National Associa- 
tion of Railroad and Utilities Commissioners. Both plans were vig- 
orously opposed by railroad witnesses. The Taylor Society, a pro- 
fessional society, not organized for profit but for the study of man- 
agement in the attempt to devise and formulate principles to promote 
the science of management, presented comprehensive evidence in 
regard to the application and practical use of cost finding in private 
industrial enterprises. 

Following the hearings, a proposed report was issued by the 
presiding commissioner, who is now coordinator, in which he stated 
that the impression derived from the mass of conflicting evidence 
was “that it is certainly possible, if not probable, that a system of 
accounting for railroads can be devised, accompanied by appropriate 
statistical requirements, which will enable the regulating authorities, 
federal and state, to obtain better and more nearly current informa- 
tion in regard to service costs than can now be obtained, and also to 
obtain this information more readily.” It was clear, however, that 
the proposed plans were not in shape for adoption. The following 
statement was also made: 

“It is also sufficiently clear that while a public hearing in an 
inquiry of this kind serves a very useful purpose in focusing atten- 
tion upon the problem and bringing to light the essential underlying 
questions, it is an ineffective and inefficient means of arriving at 
definite and detailed conclusions. The tendency in a public hearing 
is to array against each other very positive and emphatic statements 
of conflicting views. Partisan antagonism is magnified and accen- 
tuated. For many purposes this method of inquiry has positive mer- 
its, but when the subject matter is an accounting system, involving 
innumerable details which ramify and extend into all manner of 
questions of practical administration, operation, and even applied 
mathematics, the better method of inquiry is plainly something akin 
to scientific research which can be carried on away from the forum, 
can penetrate into the field of actual operations, and can even, if 
need be, undertake various tests and experiments.” 

The recommendation was that a special committee, made up of 
representatives of various interested parties, be organized under 
Commission auspices to conduct further research into the matter 
with the aid of the Commission’s accounting staff. No final action 
on this proposed report, however, was taken, owing to doubt as to 
the wisdom and feasibility of pressing the matter in the midst of 
the financial depression which soon after ensued. However, the co- 
ordinator is now under a mandate from Congress to investigate cost 
finding, and no doubt this is wise in view of the rapidly growing com- 
petition which the railroads are meeting from other transportation 
agencies and the consequent need of accurate knowledge of railroad 
costs of service. ; 

The coordinator has therefore determined to carry on research 
into railroad cost finding and the possibility of introducing new ac- 
counting and statistical methods which will promote this end, along 
the general lines recommended in the proposed report above men- 
tioned. He has employed for this purpose John H. Williams, who 
was one of the witnesses for the Taylor Society at the hearings in 
Ex Parte 91, and who is engaged in practice as a management engi- 
neer specializing in administrative control involving budgeting and 
cost accounting methods. C. H. Crandall, one of the leading ac- 
countants on the Commission’s staff, has been delegated to assist 
Mr. Williams in this work. He will further be assisted by an unpaid 
advisory committee, which at present is made up of three railroad 
men experienced in accounting and of two non-railroad men who 
have extensive knowledge of the cost finding methods now in use in 
other industries. : 

The railroad representatives on this committee are C, E. Hildun, 
executive vice-president of the Lehigh Valley Railroad Co., C. E. 
Betts, general auditor of the Atchison, Topeka & Santa Fe Railway, 
and G. W. Lamb, general auditor of the Atlantic Coast Line Railroad 
Co., The non-railroad representatives are now . S. Person, 
managing director of the Taylor Society, and Prof. John Maurice 
Clark of Columbia -University. The state commissions and the Na- 
tional Industrial Traffic League will also be invited to appoint repre- 
sentatives for service on this advisory committee. 

The object of the research will be to probe the possibilities of a 
gradual development of cost finding for railroads. It is not the intent 
to impose a new system of accounting over night, nor to adopt new 
methods generally without prior experimental tests. 


Biographical Sketches 


eaten sketches of Williams, Person, and Clark are ap- 
pended. 

John H. Williams began a printing business on his own account 
in Baltimore, Md., about 1890, and in connection with this work de- 
vised and installed one of the first complete cost accounting methods 
used in the printing industry. This concern is still in business in 
3altimore under the name of the Williams & Wilkins Company. 
About 1900 he went to New York to manage a centralized estimating 
organization for about 50 of the largest printers throughout the east- 
ern section of the United States. In 1904 he became associated with 


one of the New York trust companies to investigate underwriters 
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and properties represented by underwriting and determine particularly 
the dependability of the costing and management methods of the 
various concerns. In 1909 he started the practice of management en- 
gineering, specializing in administrative control involving budgeting 
and cost accounting methods, and with two interruptions has con- 
tinued this practice to the present time. During the war he was in 
charge of organization and methods for the clothing and equipage di- 
vision of the quartermaster’s corps, and later for the whole procure- 
ment division under General Rose. After the war, he was for several 
years New York manager for Day & Zimmerman, engineers, in this 
capacity having occasion to study cost accounting usage in a variety 
of industries and to devise and supervise the installation of cost 
accounting and budgeting methods. In 1921 he was appointed a mem- 
ber of the committee on elimination of waste in industry of the Fed- 
erated American Engineers Societies. He is a member of the Ameri- 
can Society of Mechanical Engineers. 

Harlow S. Person has degrees of Ph. B., A. M. and Ph. D. from 
the University of Michigan. He was instructor in commerce and 
industry, 1902-04, secretary and assistant professor, 1904-08, and di- 
rector and professor 1908-19, in Amos Tuck School of Administra- 
tion and Finance of Dartmouth University. He was major, ordinance 
R. C. and major, inspector general’s department during the war. 
Since 1919 he has been managing director of the Taylor Society, with 
offices at New York City. He wrote a book on industrial education 
in 1907, and was editor and author of Scientific Management in 
American Industry in 1929. 

John Maurice Clark has degrees of A. B. from Amherst College 
and A. M. and Ph. D. from Columbia University. He was instructor 
in economics and sociology at Colorado College, 1908-10; associate 
professor of economics at Amherst, 1910-15; associate professor of 
political economy and then professor at University of Chicago, 1915-26; 
and has since been professor of economics at Columbia. He is the 
author of various books on subjects in economics, including a work 
on economics of overhead costs. 


LOANS FOR RAIL PURCHASES 


The Traffic World Washington Bureau 


President Roosevelt’s idea that the railroads should borrow 
money from the government for the purchase of steel rails has 
not yet been backed up with any definite plan to that end. Co- 
ordinator Eastman has not furnished the President with figures 
indicating what tonnage of rails the railroads could use. The 
President, of course, based his thought on the purchase of steel 
rails, on the contingency that the price could be brought down, 

The President’s idea, as put out, was that the railroads could 
borrow money from the public works administration’s funds. 
However, on account of the 30-hour a week restriction in the 
public works part of the national industrial recovery law, the 
thought has been that the railroads could not afford to buy under 
that restriction, Since then there has been talk of borrowing 
from the R, F. C., but up to this time no definite plan has 
been made, so far as can be discovered. 


LOAN FOR TERMINAL MARKET 


A public works loan of $250,000 to the Jacksonville Produce 
Terminal, Inc., for the construction of a shipside terminal mar- 
ket and dock at Jacksonville, Fla., has been announced by Public 
Works Administrator Ickes. The loan to the terminal is the 
first application from a private corporation other than housing 
projects which has been approved by the special board for 
public works. The dock and market facilities proposed, it is 
said, will be devoted to the public use at reasonable rates. 
There will be precooling and cold storage facilities for fruits, 
vegetables and other perishable products. 


STUDY OF PRINCE PLAN 


Coordinator Eastman has decided to have a special study 
made of the so-called Prince railroad consolidation plan, which 
figured prominently in President Roosevelt’s consideration of 
the railroad problem earlier in the year. The Prince plan will 
be used as a basis for a study of railroad unification with a view 
to ascertaining what might be accomplished under it or similar 
plans in the way of more economical] and efficient railroad opera- 
tion. The study will be a part of the coordinator’s program look- 
ing to the making of recommendations for the future handling of 
the railroad problem. 


TRANSPORTATION CONFERENCE 


Intensive study and discussion of two key problems 
underlying present-day transportation “chaos” occupied a two- 
day meeting of the Transportation Conference of 1933, of which 
Harry A. Wheeler, president of the Railway Business Associa- 
tion, is chairman, in Chicago, September 14 and 15. It was the 
third meeting of the conference (see Traffic World, August 19, 
p. 313) and was attended by thirty-four representatives of 
transportation interests and others. | 

As to the desirability of continuation of private ownership 
and operation, as opposed to the alternative of public ownership, 
(the main topic of discussion at the meeting of the Conference 
in New York), it was the conclusion of those present that the 
former “would avoid political motivation of management to a 
greater degree than would public ownership and, on the whole, 
might be expected to produce more efficiency in operation; that 
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the operation economics claimed for public ownership could 
largely be realized under private ownership and operation; and 
that the alleged reduction in the financial or capital cost of public 
ownership would probably be small, and might easily be offset 
by losses in efficiency; and that possible tax rdeuctions through 
public ownership offered no support whatever to public owner- 
ship and operation.” 

Nevertheless, it was pointed out in a statement issued by 
Prof. L. C. Sorrell, secretary of the conference, that a mere 
decision as to who should own and operate the transportation 
facilities of the country was not enough. There was, the state- 
ment said, the important question of financing private ownership 
and operation, That was dealt with in a report submitted to the 
meeting by a committee on analysis and research, and after 
extensive discussion was sent back to the committee for further 
report. 

In recommending in favor of continuation of private owner- 
ship and operation, an exception was made in favor of high- 
ways and waterways. They should continue to be publicly owned, 
according to the conclusions reached. 

The question as to whether or not ownership and operation 
of the railroads and other major transportation agencies could 
be privately financed in the future depends, in large measure, 
on future regulatory policies, in the opinion of the conference. 
Regulatory policies must be such as to permit an adequate 
return on investment, and advance assurance of such must be 
given the investor, if private ownership is to be continued, it 
was said. 

The committee on analysis and research, a permanent com- 
mittee appointed at the New York meeting, submitted a report 
covering in detail the extent to which the various transportation 
agencies are regulated at present and arguments both for and 
against “equality” of regulation for all forms of transportation. 
The report was sent back to the committee, with specific con- 
ference recommendations dealing with particular phases of regu- 
lation, with instructions that a revised report be presented at 
the next meeting, to be held in New York some time in October. 

A formal statement, as follows, was issued after the meeting: 


The third meeting of the Transportation Conference of 1933, held 
in the Chicago Club, at Chicago, September 14-15, 1933, received and 
discussed thoroughly the report of the committee on analysis and 
research relative to government versus private ownership and opera- 
tion of transportation facilities. 

After weighing the various arguments offered, the Conference con- 
cluded that private ownership and operation of the carrying facilities 
would probably produce a more progressive betterment of service, 
would avoid political motivation of management to a greater degree 
than would public ownership, and on the whole might be expected to 
produce more efficiency in operation; that the operating economics 
claimed for public ownership could largely be realized under private 
ownership and operation; and that the alleged reduction in the finan- 
cial or capital cost of public ownership would probably be small, and 
might easily be offset by losses in efficiency; and that possible tax 
reductions through public ownership offered no support whatever to 
public ownership and operation. The Conference also concluded that 
the present state of the national debt, together with the added bur- 
dens likely to be placed on the national credit under recovery pro- 
grams, rendered it inadvisable for the national government to assume 
more transportation burdens. Therefore, the Conference approved the 
desirability of retainnig private ownership and operation of all of 
the carrying facilities of the nation, both route and operating vehicle, 
excepting public' ownership of highways and waterways which have 
been publicly owned for so long a period and do not lead themselves 
to private control. 

It was realized, however, that much depends upon the ability of 
private capital to finance private ownership of carrying facilities; 
and that this depends in part upon the degree to which future regu- 
lation of transportation will permit private management to operate 
the properties so as to produce an adequate return. The financial 
aspect of the problem was referred back to the committee for a 
more extended study and report, to be received and considered at a 
subsequent session of the Conference. 


The Conference also received from the same committee a pre- 
liminary report dealing with the regulation of the several interstate 
agencies of transportation. This report indicated in considerable de- 
tail the differences that now obtain in the interstate regulation of 
the several agencies of transportation, the arguments involved in 
the demand for equality of regulation, and the arguments that are 
usually offered for and against the extension of the system of regu- 
lation to include the less-or non-regulation agencies of transporta- 
tion. After lengthy discussion of this report, the subject was referred 
back to the committee for a more detailed report, with Conference 
recommendations, dealing with the particular phases of regulation; 
and such will be received and considered at the next session of the 
Conference. 

In order to accord the committee sufficient time for preparation 
of this report, and the delegates more time for consideration thereof, 
it was agreed that the chairman should determine the date of the 
next meeting of the Conference, which will be held in New York. 


As previously reported, the purpose of the conference is to 
develop a national transportation policy that will embrace all 
forms or agencies of transportation and will embody definite 
principles for general application. The conference expects to 
complete its work in time to assist in the formulation of legis- 
lation to deal in a broad way with the transportation situation 
at the next session of Congress. 

Many of the conclusions reached by the conferees in the 
early part of their work necessarily must be tentative, it is 
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emphasized, as those conclusions will be conditioned by facts 
and opinions developed in the later meetings. No single phage 
of the transportation problem can be treated in an air tight 
compartment, as those in charge of the procedure view the mat. 
ter. 

The meeting was participated in by the following: 


American Bankers Association: Arthur H. Evans, vice-president 
Continental Illinois National Bank and Trust Company, Chicago. : 

American Iron and Steel Institute: M. N. Billings, traffic manager 
Illinois Steel Company, Chicago. ; 

American Newspaper Publishers’ Association: R. A. Cooke, man- 
ager, traffic department, American Newspaper Publishers’ Associa- 
tion, New York. 

American Short Line Railroad Association: W. L. White, presi- 
dent, American Short Line Railroad Association, Washington, D. C.; 
J. Fred Sheehy, Chicago Short Line Railway, Chicago. 

Association of Railway Executives: L. W. Baldwin, president, Mis- 
souri Pacific, St. Louis, Mo.; I. B. Tigrett, president, Gulf Mobile and 
Northern, Mobile, Ala.; J. M. Davis, president, Delaware, Lackawanna 
and Western, New York; Dr. C. S. Duncan, statistician, Association 
of Railway Executives, Washington, D, C.; L. W. Johnson, statistician, 
office of the president, Missouri Pacific, St. Louis, Mo. 

Association of Regulated Lake Lines: George B. Wright, freight 
traffic manager, Detroit and Cleveland Navigation Company, Detroit, 
Mich.; H. T. Hoopes, general manager, Minnesota-Atlantic Transit 
Company, Detroit, Mich. 

National Association of Manufacturers: Noel Sargent, secretary, 
National Association of Manufacturers, New York; Walter J. Kohler, 
Kohler, Wisconsin; F. N. Bard, president, Barco Manufacturing Com- 
pany, Chicago; James E. Wilson, vice-president, Larkin Company, 
Buffalo, N. Y. 

National Association Mutual Savings Banks: John C. Donnally, 
Washington, D. C. 

National Industrial Conference Board: Virgil Jordan, president, 
National Industrial Conference Board, New York; A. C. Moore, presi- 
dent, Chicago Railway Equipment Company, Chicago. 


Railway Business Association: Wm. E. Sharp, president, Grip Nut 
Company, Chicago. 

Security Owners’ Association: Milton W. Harrison, president, 
Security Owners’ Association, New York; A. C. Robinson, chairman, 
Peoples-Pittsburgh Trust Company, Pittsburgh, Pa. 

American Petroleum Institute: Ralph H. Soper, Standard Oil 
Company of Indiana, Chicago. 

Domestic Freight Forwarding Association: W. A. Bade, director, 
Domestic Freight Forwarding Association, Chicago; James P. Collins, 
Domestic Freight Forwarding Association, Chicago. 

Grain and Feed Dealers’ National Association: George E. Booth, 
president, Lamson Brothers and Company, Chicago; Harold L. Gray, 
Crabbs Reynolds Taylor Company, Crawfordsville, Ind.; Lester Perrin, 
Star Grain Company, Chicago. 

Lake Carriers’ Association: L. C. Sabin, vice-president, Lake 
Carriers’ Association, Cleveland, Ohio; F. W. Dever, freight traffic 
manager, Great Lakes Transit Corporation, Chicago. 


Mississippi Valley Barge Line Company: J. E. Flannery, secretary, 
Mississippi Valley Barge Line Company, St. Louis, Mo. 

American Railway Association: M. J. Gormley, president, Amer- 
ican Railway Association, Washington, D. C. 

Public Relations Committee of the Eastern Railroads: J. M. 
Fitzgerald, vice-chairman, New York. 

National Lumber Manufacturers’ Association: Dr. Wilson Comp- 
ton, secretary and manager, Washington, D. C. 


ASHBURN ON REGULATION 


A reorganized Interstate Commerce Commission to promote 
and regulate all forms of transportation is favored by Major 
General T. Q. Ashburn, president of the Inland Waterways Cor- 
poration, the government barge line agency. He outlined his 
views on this subject in an address at a transportation forum 
held September 22 at Pittsburgh, Pa., under the auspices of 
the Chamber of Commerce of that city. The reorganized Com- 
mission, in the opinion of General Ashburn, should be com- 
posed of separate groups or divisions, each dealing with a par- 
ticular form of transportation, such as rail, highway and water- 
way transportation, with provision for contact among the groups 
where necessary. 


General Ashburn quoted from an address made by Secretary 
of War Dern, wherein the latter said: 


Transportation is so vital to all commerce that there must be 
neither injury nor destruction of any useful form of transportation. 
With the proper vision, we can so shape our transportation policy 
that there will be neither casualties to waterways nor necessary 
truck service at the hands of the railroads, nor to railroads at 
the hands of waterways or trucks. The public will be best served 
by the coordination and cooperation of all useful forms of trans- 
portation. The essence of such a policy is compensatory rates for 
each kind of service and giving the shipper the economies inherent 
in every form. 


Commending that expression of views, General Ashburn 
said it could be incorporated in a declaration of Congress and 
a mandate to the Commission to the following effect: 


It is hereby declared to be the policy of Congress to promote, 
encourage and develop all forms of transportation, to the end that 
the public shall have the best and cheapest transportation system 
available, and that participating carriers in joint service performed 
shall receive for their part of the service performed a living reve- 
nue. The Interstate Commerce Commission is hereby directed to 
establish a coordinated, cooperative system of transportation, and 
in its consideration of routes, rates and divisions to be established 
to effect this purpose, to give due weight to the considerations 
above set forth. 











Sept 
—_—_ 


avert 


por 
sta 
for 
fail 
tan 
of 
Coley 
ful 
chi 
$0) 









facts 
hase 
tight 
mat. 


dent 


' 
ager, 


Nan- 
Ocia- 


resi- 


Mis- 

and 
inna 
ition 
ian, 


ight 
roit, 
nsit 
ary, 
ler, 
2m- 
ny, 
lly, 
nt, 
Si- 


vut 





September 23, 1933 





The Traffic World 





PAGE 507 








Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


HE grain market continued to lead the way in the full cargo 

trades in the last week, with a good number of charters re- 
ported and rates continuing their stiffening trend. In some in- 
stances definite improvement was shown. Another coal fixture 
for the Plate was recorded, time charters were consummated in 
fair volume, considering the Cuban situation and the American 
tankers trade was cheered by the prediction that large purchases 
of California fuel oil would keep American tonnage in the inter- 
coastal trade employed for some time to come, Altogether the 
full cargo situation, with the exception of West Indies time 
charters, is in a far stronger position than it has occupied for 
some months. 

Among the recent grain fixtures were a steamer for 34,000 
quarters from Montreal to Antwerp-Rotterdam at 7 cents for 
late October—early November and another in the same direction 
from 32,000 quarters at 1s 6d for October loading. 

The only trans-Atlantic sugar transaction was a 3,184-ton 
steamer from Cuba to United Kingdom-Continent at 12s 6d for 
first half October. . 

The coal fixture was a Greek steamer for 4,000 to 6,000 tons 
from Hampton Roads to Montevideo at 8s 9d for October-Novem- 
ber loading. 

No long voyage time charters were reported, but an 8,700- 
ton steamer was engaged for two months in the Canadian coal 
trade at 3s 414d. 

A 12,000-ton motorship was fixed for a dirty cargo from Cali- 
fornia to two ports in Japan at 24 cents a barrel for December 
with option for a second voyage in February. A number of 
charters from the Gulf, both clean and dirty, to the United 
Kingdom and the Continent were recorded at rates ranging from 
7s to 6s and three fixtures from the Gulf to North of Hatteras at 
15 cents, dirty, were reported. 

The Merchants Association of New York has been advised 
that Turkish consular fees are being assessed on the C. I. F. 
(instead of the F, O. B.) value. The new regulations went into 
effect September 11. Shippers, therefore, must show separately 
on invoices, and also on certificates of origin if a separate form 
is used, the amount of the ocean freight and insurance charges, 
in addition to the F. O. B. value heretofore required. 





SHIPPING BOARD REORGANIZATION 


The Traffic World Washington Bureau 


A permanent advisory committee for the Shipping Board 
Bureau of the Department of Commerce has been named by 
Secretary Roper as a further step in completing the reorgani- 
zation of the former Shipping Board, which was abolished by 
executive order of President Roosevelt. 

The committee is composed of Admiral H. I. Cone, who 
was chairman of the Shipping Board; General Charles McK. 
Saltzman, of Panora, Ia., and Thomas M. Woodward, of Wash- 
ington, D. C., formerly on the examiner’s staff of the Inter- 
state Commerce Commission. The committee members are 
vice presidents of the Merchant Fleet Corporation, the Shipping 
Board operating agency. The salary of each is $10,000 a year, 
less the present 15 per cent reduction. Admiral Cone is chair- 
man of the committee, and senior vice president of the Fleet 
Corporation. 

Secretary Roper said the committee members would func- 
tion as a permanent advisory board to him in conducting the 
affairs of the former Shipping Board. The new committee takes 
the place of the temporary advisory committee named August 
10 when the Shipping Board was abolished and its duties trans- 
ferred to the Secretary of Commerce. This committee con- 
sisted of Admiral Cone and Captain David D. Todd, U. S. N., 
and Captain Gatewood S. Lincoln, U. S. N., the three former 
navy officers President Roosevelt appointed to the Shipping 
Board last spring. At the time Admiral Cone was a member 
of the Shipping Board. Captains Todd and Lincoln were ex- 
pected to remain with the shipping bureau until about the first 
of October, it was stated at the Department of Commerce. 

General Saltzman was retired from the U. S. Army in 1928 
with the rank of major general. He has been a resident of 
Washington, D. C., at intervals since 1908. He was appointed 
commissioner of the Federal Radio Commission in 1929 and 











served three years. Secretary Roper said the general had been 
working in close cooperation with the Department of Commerce 
since early last March, having been particularly active in studies 
carried on at the direction of Secretary Roper looking toward 
reorganization of the department’s work. 

Mr. Woodward is a native of Philadelphia, Pa. He is a 
graduate of Princeton and Pennsylvania universities and has 
resided in Washington since 1918, having practiced law in 
Philadelphia prior to that time. He left the staff of the Com- 
mission several years ago to engage in the private practice of 
law, including practice before the Commission. Recently he has 
served as deputy administrator of the Agricultural Adjustment 
Administration. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act, 1916, as amended, have been approved 
by the Secretary of Commerce: 


Detroit to Buffalo: 24283—Nicholson Universal Steamship Com- 
pany with Minnesota-Atlantic Transit Company, Detroit Trust Com- 
pany, receiver: This agreement constitutes a joint arrangement for 
the transportation of automobiles from Detroit to Buffalo. 

Japan to Puerto Rico: 2442—Wilhelm Wilhelmsen (Barber-Wil- 
helmsen Line) with the New York and Porto Rico Steamship Company: 
This agreement provides for through shipments of genral cargo from 
Japan to Purto Rico, with transhipmnt at New York. 

Japan to Atlantic Coast: 2461—United Ocean Transport Company, 
Ltd., with McCormick Steamship Company: This agreement covers 
through shipments from Japanese ports to United States Atlantic Coast 
ports, with transhipment at Seattle, Tacoma, San Francisco, or Los 
Angeles. 2473—United Ocean Transport Company, Ltd., with Pacific- 
Atlantic Steamship Company (Quaker Line): This agreement cover 
through shipments from Japanese ports to United States Atlantic Coast 
ports, with transhipment at Seattle, Tacoma, San Francisco, or Los 
Angeles Harbor. 

River Plate to Manila, P. I.: 2470—Munson Steamship Line with 
Isbrandtsen Moller, Inc.: This agreement provides for through ship- 
ments of canned corned beef, in cases, from River Plate to Manila, 
P. I., with transhipment at New York. 

Atlantic Coast to Australia and New Zealand: 2535—Williams 
Steamship Corporation with the Oceanic Steamship Company: This 
agreement covers through shipments from U. S. Atlantic Coast ports to 
Australia and New Zealand, with transhipment at Los Angeles Har- 
bor or San Francisco. 

Agreement for division of pooled earnings: 2540—Frederick Ley- 
land & Company, Ltd. (Leyland Line) with Charente Steamship Com- 
pany, Ltd. (Harrison Line): This agreement provides for the division 
of the pooled contributions which accrue to the Leyland Line and 
Harrison Line jointly under Agreement No. 2401. 

Pacific Coast to South and East Africa: 2543—Luckenbach Steam- 
ship Company, Inc., with Prince Line, Ltd., Union Castle Mail Steam- 
ship Company, Ltd., The Clan Line Steamers, Ltd. (Union Clan 
Line), Ellerman & Bucknall Steamship Company, Ltd., American- 
South African Line, Inc., Houston Line (London) Ltd., and Deutsche 
Dampfschifffahrts Gesellschaft ‘‘Hansa’’ (Hansa Line): This agree- 
ment covers through shipments of potassium xanthate in drums from 
Pacific Coast ports to specified South and East African ports, with 
transhipment at New York. 

U. S. Pacific Coast to Puerto Rico: 2544—Panama Mail Steamship 
Company (Grace Line) with Bull Insular Line, Inc.: This agreement 
covers through shipments of canned goods from UV. S. Pacific Coast 
ports to Ponce, Puerto Rico, with transhipment at New York. 


Agreements Modified 


Conference Agreement No. 186-1—(Arbitration Agreement—Trans- 

Atlantic Passenger Lines): Modifies Arbitration Agreement-Trans- 
Atlantic Passenger Lines to remove from the jurisdiction of the 
Sole Arbiter all matters pertaining to Portuguese and Greek pas- 
senger traffic. 
_ Hongkong/Panama Freight Conference (194-1); Provides for no- 
tice to the Department of Commerce, United States Shipping Board 
Bureau of admissions to or withdrawals from membership in the 
Hongkong/Panama Freight Conference. 

937-3—Nelson Steamship Company with Oceanic and Oriental 
Navigation Company: Modifies agreement covering through ship- 
ments from Norfolk, Baltimore, and Charleston to Australasian and 
New Zealand ports, with transhipment at San Francisco or Los An- 
geles Harbor. The modification provides for the inclusion of the ports 
of New York, Savannah and Jacksonville as ports of loading. 

2327-2—Wilhelm Wilhelmsen (Barber-Wilhelmsen Line) with The 
New York and Porto Rico Steamship Company: Modifies agreement 
between the above named carriers covering through shipments of por- 
celain ware, crockery, and earthenware from Japan to Puerto Rico, 
via New York. The modification provides for the inclusion of china- 
ware as a commodity to move on through bills of lading from Japan 
to Puerto Rico. 

_ 2401-1—Frederick Leyland & Company, Ltd. (Leyland Line), Har- 

rison Line, and Lykes Bros.-Ripley Steamship Company, Inc. (Dixie 
U. K. Line): Modifies agreement between the above named carriers 
covering apportioning of sailings and pooling of earnings on traffic 
from designated United States gulf ports to designated United King- 
dom ports. The purpose of modification is to record the Charente 
Steamship Company, Ltd., which operates under the trade name “Har- 
rison Line’? as the common carrier party to Agreement No. 2401. 


2431-1—Dollar Steamship Lines, Inc., Ltd., with Gulf Pacific Mail 
Line, Ltd.—2468-1—Dollar Steamship Lines, Inc., Ltd., with Swayne 
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& Hoyt, Ltd.: Modify agreements between the above named carriers 
covering through shipments from Philippine Islands, China, and Japan 
to U. S. ports on Gulf of Mexico, via San Francisco or Los Angeles 
Harbor. The purpose of these modifications is to record an excep- 
tion to the disposition of transshipment expense as stated in the 
agreements. 

Agreements Cancelled 


734-C—Osaka Shosen Kaisha with the New York and Porto Rico 
Steamship Company: Cancels agreement between the above named 
carriers which covered through shipments of rice from Japan _ to 
Puerto Rico, with transshipment at New York. Cancellation of this 
agreement is requested because there is no movement of rice from 
Japan to Puerto Rico, via New York. ; 

820-C—Calmar Steamship Corporation with McCormick Steamship 
Company and Nelson Steamship Company: Cancels agreement between 
the above named carriers which covered through shipments from 
U. S. Atlantic ports (Baltimore and Philadelphia) to Marshfield and 
North Bend, with transshipment at San Francisco. Cancellation of 
this agreement is requested because no rates in connection with the 
coastwise carriers recorded above are named in the schedule filed by 
ee Corporation pursuant to the intercoastal shipping 
act, . 
, 1132-C—Calmar Steamshiv Corporation with McCormick Steam- 
ship Company: Cancels agreement approved by the United States 
Shipping Board January 29, 1930, between the above named carriers 
covering through shipments from Pacific Coast ports to Atlantic Coast 
ports, with transshipment at San Francisco, Wilmington or San 
Pedro. The reason for requesting the cancellation of this agreement 
is that no rates in connection with the McCormick Steamship Com- 
pany to North Atlantic ports are named in the schedule filed by 
a Corporation pursuant to the intercoastal shipping 
act 4 

”1462-C—Swayne & Hoyt, Ltd. (Guif Pacific Line) with Christen- 
son-Hammond Line, McCormick Steamship Company and Nelson 
Steamship Company: Cancels agreement between the above named 
carriers which covered the movement of canned fish from San Diego, 
California, to United States gulf ports, with transshipment at Los 
Angeles Harbor. Cancellation of this agreement is requested because 
the tariff specified as containing the through rate to be charged 
thereunder is no longer effective by reason of the requirements of the 
intercoastal shipping act, 1933. 

1575-C—Gulf Pacific Line with Dollar Steamship Lines, Inc., Ltd. 

2095-C—Gulf Pacific Line with the Bank Line, Ltd.: Cancel agree- 
ments between the above named carriers which covered through ship- 
ments from United States Gulf ports to Oriental ports, with trans- 
shipment at specified Pacific Coast ports. Cancellation of these agree- 
ments is requested because the Gulf Pacific Line does not desire to 
participate in the handling of this traffic. 

2153-C—Gulf Pacific Line with Silver Line, Ltd.: Cancels agree- 
ment approved by the United States Shipping Board, December 21, 
1932, between the above named carriers covering through shipments 
from United Gulf ‘ports to Oriental ports, with transhipment at Los 
Angeles Harbor or San Francisco. Cancellation of this agreement is 
requested because the Gulf Pacific Line does not desire to partici- 
pate in the handling of this traffic. 

2225-C—Gulf Pacific Line with Transatlantic Steamship Company, 
Ltd.: Cancels agreement between the above named carriers which 
covered through shipments from United States Gulf ports to New 
Zealand and Australian ports, with transhipment at San Francisco 
or Los Angeles Harbor. Cancellation of this agreement is requested 
because the Gulf Pacific Line does not desire to participate in the 
handling of this traffic. 


EASTMAN WATERWAY INQUIRY 


Data which Coordinator Eastman believes will aid mate- 
rially in considering possible further legislation are being 
gathered by him in a questionnaire survey of transportation 
over intercoastal, coastwise, inland and Great Lakes routes. 
Three sets of questions have been sent out. The main one is 
addressed to inland water operators, coastwise steamship oper- 
ators and intercoastal steamship operators. Shorter ones are 
directed to carriers by water which report annually to the Inter- 
state Commerce Commission and to towing companies, owners 
of lighters and fishing craft operating over rivers, federal, state 
and private canals and connectiing channels of the continental 
United States. 

In announcing the institution of this water line survey, 
Coordinator Eastman made the following statement: 





The coordinator is today (Sept. 19) sending out a questionnaire 
to approximately 1,100 companies engaged in operations on inter- 
coastal, coastwise, inland, and Great Lakes routes. This question- 
naire was prepared by his section of research. The United States 
Shipping Board has aided in securing a full response by means of 
a letter addressed by Admiral H. I. Cone to such of the lines as are 
subject to the jurisdiction of that body. 

It is believed that the returns of this inquiry will aid materially 
in considering, in connection with possible further legislation, the 
problems and needs of this branch of the nation’s transportation 
machine. Among the subjects of inquiry are the equipment and other 
facilities in use, the volume and character of traffic handled over the 
various trade routes, the competitive and cooperative relations 
between such carriers and between water, rail, and other agencies, the 
financial condition of the industry, operating practices and operating 
costs, including labor costs, and taxes paid. Expressions of views 
on the need for further federal regulation are requested, as well as 
on the form such regulation should take and the agency or agencies 
which should administer it. An expression is also asked on the mat- 
ter of charging tolls for the use of improved waterways. A much 
abbreviated questionnaire is being sent to certain other operators 
of water craft. 


Answers to the questions asked in the main survey, that 
is those addressed to inland water operators, coastwise steam- 
ship operators and intercoastal steamship operators, are to 
include all subsidiary companies owned and/or managed. The 
first schedule in that questionnaire relates to the incorporation 
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facts, the corporate setup as of June 30, 1933, the number of 
shares of capital stock, classes and which class or classes hay. 
ing voting rights, bonds outstanding, names and addresses of 
the largest holders, up to thirty, of each class of stocks, bonds, 
notes and mortgages, dividends, investments or other interests, 
if any in any water, rail, truck or any other transport com. 
panies or agencies; investments, if any, in noncarrier com. 
panies; and officers and directors and their stock or bond 
holdings in the respondent companies. 

Another schedule pertains to self-propelled equipment, as 
of June 30, 1933, type, where built, tonnage, horsepower dimen. 
sions, how powered, fuel used, whether operating or laid up, 
cost of unit to the responding company and book value, whether 
owned or chartered. Facts are requested also concerning non- 
propelled units; and other classes of prpoerty owned or used 
in the respondent’s transportation business, including realty, 
terminals, terminal equipment and stores. Property leased and 
equipment used, other than chartered vessels is to be listed. 

Data are requested about insurance, showing the various 
forms carried as of June 30, including amount of deductible 
average, amount of coverage, rate of premium, whether the 
coverage is full or partial, whether the insurance is placed in 
the United or in what foreign markets, division between United 
States and foreign countries to be shown. 

One schedule is devoted to routes of operation as of the 
reporting date, each service to be listed separately. If the 
respondent operated any irregular or occasional service in 
1932 and the first half in addition to the regular service, he is 
asked to state where the service was rendered and the tonnage 
handled. River or canal operators are asked to use downstream 
for outward and upstream tonnage for inward. The mileage 
is to be shown, also days consumed on voyage, waters traversed 


are to be shown, ports or cities served are to be named, fre.’ 


quency of service is to be shown, if seasonal the season is to 
be shown and the respondent is to say whether he maintains 
his own offices or uses agents at each port. If the service is 
seasonal for other than navigation causes, the respondent is to 
give the reasons. In addition each respondent is asked to 
give a list of principal competitors on each service operated and 
advise if they are common or private carriers. 

Under a part of the questionnaire headed “traffic” each 
respondent is requested to answer the following questions: 


Do you publish tariffs naming local rates and also tariffs naming 
joint through rates with other water lines or common carriers? 

Please state parties with whom you participate in through rates 
and basis of divisions of rates and terms of transfer. 

Please furnish one copy of tariff (s) issued by you in effect 
June 30, 1933. 

What basis did you use in constructing such tariff (s); for 
example, were rail rates considered and an arbitrary differential 
established? What is your differential? 

Do you operate a so-called ‘feeder service?’ If so, please state 
Md what means and whether rates are on a through or a combination 
asis. 

Please state what mutual solicitation arrangements you have with 
your connecting carriers. 

Are your interchange arrangements exclusive? 

State briefly how your present local and through rates compare 
with those of your principal competitors. 

State what freighting contracts you have outstanding, giving com- 
modities, rates, and duration of contracts. 

Do you maintain interior cities offices of your own or are you 
represented by agents? Kindly give locations. 

State at what points you interchanged freight traffic with (1) 
railroads, (2) water lines, as of June 30, 1933. 

Total amount of traffic interchanged in each of the years 1928- 
1932 (1) with railways, (2) with water carriers. 

To what conferences or rate-making groups did you belong on 
June 30, 1933, and what was membership thereof? 

What government regulation are you subject to? 

What certificate of public convenience or necessity do you hold? 


As part of that traffic survey water lines are to list ten 
principal commodities handled in 1932, separately for each 
service and list L. C. L. traffic on each service, as the eleventh 
commodity, dividing the traffic by percentages between outbound 
and inbound commodities. Another traffic request is for the 
aggregate tonnage and L. C. L. tonnage and average load factors 
for each service operated in the years 1928-1932, inclusive. If 
the records do not break down L. C. L. freight respondents are 
requested to give their best approximations and to show the 
approximate per cent of capacity to which units were loaded 
in the last five years, divided into outward and inward. Request 
is also made for freight, express and mail revenues, separately 
for 1932, showing the average revenue a ton on all traffic, 
divided into outward and inward; average revenue a ton of port 
to port traffic, likewise divided into inward and outward traffic; 
average revenue a ton received on through traffic. The number 
of tons of express traffic and the average by the ton, also 
divided into inward and outward traffic are also to be shown. 
The mail pay annually received is also to be divided into out- 
ward and inward. 

The questionnaire also asks for data on pier operation to 
show the average cost a ton for the period, January 1, 1933, 
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to June 30, 1933, divided so as to show the cost of stevedoring, 
checking and clerking, watching, wharfage and/or dockage, 
jsurance of men and gear; overhead and supervision, and 
miscellaneous, divided into costs for loading and discharging. 
The respondents are also to state whether the stevedoring 
js done under contract or by the respondents’ own organiza- 
tions. If terminal property is owned, the respondent is to com- 
pute and include the cost of wharfage and/or dockage. 

Another request is for a list of the average monthly cost, 
january 1 to June 30, 1933, for executive and management 
expense; traffic department expenses and solicitations; billing 
department and cashier’s clerks; shore staff for ship operation; 
outport and interior office expense; main office expense; total 
number of shore employes; lighterage cost, aggregate and by 
the ton; allowances in lieu of lighterage in the aggregate and 
by the ton. 

Request is also made for wage data, hours of work at the 
various ports served by the respondent for stevedores, clerks 
or checkers; the monthly wage scale for each rating of ship’s 
crew for each steamer owned as of June 30, and stated gen- 
erally, the nationality of crews and whether the respondent 
makes an endeavor to employ only citizens of the United 
States. 

Another request is for the average monthly cost of operat- 
ing each self-propelled unit, based on the period, January 1 to 
June 30. It is requested if operation was resumed after January 
1, that the average for May, June and July be used. In that 
monthly cost are to be shown the wages of the crew, fuel, deck 
or engine supplies, steward’s supplies, marine insurance for hull 
and engine, P. & I. insurance, taxes, repairs, depreciation if 
charged, and all other expenses. 

Barge lines only are requested to list the average cost of 
operating non-propelled units, the figures to be based on May, 
June and July, 1933. The answers are to show the class of 
equipment; number of crew; wages by the unit up and down 
stream; tons carried up and down stream; loading cost, up and 
down stream; discharging cost, up and down stream; towing 
cost divided in the same way, total transportation cost also 
divided as between up and down stream movement; the maxi- 
mum depth of water available and the average loaded draft. 

Another request is also made for information as to taxes 
levied for the calendar year 1932. Each respondent is re- 
quested to tell the kind of tax levied, whether it is on real 
property, personal property, floating equipment, a franchise or 
privilege tax, income tax indicating whether it is gross or net, 
gross revenue tax, capital stock or some other sort of tax. The 
property against which a tax is levied is to be shown, by what 
government agency the tax is levied, each state to be listed 
separately and finally the amount of the tax. 

Outline maps of the United States are made a part of the 
questionnaire. On one of the two maps the respondent is to 
outline the territory from which business is customarily drawn 
by the respondent via each port. On the other map the re- 
spondent is to show the customary territory of ultimate delivery 
of freight handled by his line via each port. 

Questions intended to develop ownership and/or control 
and to bring out the views of water lines are as follows: 


Is your company owned or controlled, directly or indirectly, by 
any industrial or commercial company or companies? If so, please 
Name them. (A) If owned or controlled as above, please state what 
average percentage of your cargoes for the last five fiscal years con- 
Sisted of the goods or merchandise of such owning or controlling 
companies. Please state percentages separately for outward and 
inward voyages. (B) Do you class yourself as a common or contract 
carrier or private operator? Please list proportion of tonnage handled 
by you under each class of operation for each of last five years. 

Please submit comparative balance sheets and income statements, 
— annual reports to stockholders for each of the last five fiscai 
years. 

___ What company and/or agency of transportation do you find to be 
your severest competitor? 

Please state briefly your views and reasons therefor concerning 
the need of federal regulation of all water carriers and particularly 
on your trade route. Please include such recommendations as you 
may wish to submit. Do you recommend any modification of the 
Present laws, the extension of same to other kinds or classes of 
water carriers or to traffic not now covered? What federal agency 
or agencies do you feel should be charged with such regulation? 

There has been a recurring demand by the railroads for repeal 
of the Panama Canal act so as to permit them to reenter the field 
of water transportation. Because of doubt as to the merits of this 
proposal, the opinions of practical water operators are desired. Please 
State your views. 

In your opinion, should tolls be charged for the use of inland 
waterways made navigable at public expense? Give reasons for 
answer. If, in your opinion, tolls should be charged, on what basis 
Should they be assessed? 


The final schedule in the main questionnaire deals with 
Passenger service, the respondents being requested to answer 
Separately for each service. The qustions request the capacity 
of each class of vessel; the number of passengers carried in 
1932, outward and inward; average passenger revenue; peak 
months of passenger travel; what proportion of passenger fare 
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is consumed in the cost of carrying a passenger; what propor- 
tion of the total vessel operating cost is chargeable to passenger 
traffic; whether the passenger service has been profitable for 
each of the last five years, whether joint through passenger 
rates are maintained with railroad or steamship companies; aver- 
age revenue for each passenger on joint passenger tickets; how 
fares compare with comparable service by railroad and to what 
conferences or rate-making groups that set passenger fares the 
respondent belongs. 

The questions addressed to carriers by water that make 
annual reports to the Commission pertain to the number of 
employes, hours of work, wages, vacations with pay and sick 
leave with pay, for steamers, tugs, lighters, car ferries, ferry 
boats and cargo barges. 

The questions propounded to towing companies, owners of 
lighters and fishing craft operating over rivers, federal, state 
and private canals and connecting channels of the continental 
United States, call for information about the corporations, the 
self-propeleld floating equipment, non-propelled units; other 
property, both owned and leased; routes of operation; com- 
modity that composed the greater part of the tonnage handled; 
to what government regulations the respondent is subject; what 
certificate or certificates of public convenience are held; taxes 
levied; what publicly owned property and/or equipment is used; 
whether the respondent is owned or controlled, directly or indi- 
rectly, by industrial or commercial company or companies; 
whether a common, contract or private carrier; tonnage handled 
classification; and views as to need for federal regulation of all 
water carriers and particularly on the respondent’s trade route. 

A question in that part of the survey is “in your opinion 
should tolls be charged for the use of inland waterways made 
navigable at public expense?” 

The respondent is requested to give reasons for the answer. 
The last question is, “if in your opinion tolls should be charged, 
on what basis should they be assessed?” 


ST. LAWRENCE WATERWAY 


“The President favors ratification of the treaty in its exist- 
ing form,’ said Secretary of War Dern, addressing the St. 
Lawrence Seaways Conference at Superior, Wis., on September 
16. “He has made this public in several conferences with 
senators and notably in a letter to Senator La Follette. He has 
authorized me to repeat to you today that he hopes the Great. 
Lakes-St. Lawrence deep waterway treaty will be ratified, and 
that the project will be constructed. I am sure you will be 
cheered and encouraged by his support, and on behalf of the 
War Department, which has had such a conspicuous part in 
the study and the negotiations, I join him in wishing you 
success.” 

Secretary Dern said the task of the statesman was to pro- 
mote the well-being of his fellow citizens. The St. Lawrence 
waterway was treated by him as if it were an instrumentality 
for bringing about the well being of his fellow citizens. De- 
velopment of water transportation on the Great Lakes so as to 
bring citizens of the interior and their products to cheap trans- 
portation on the ocean he said was one of the most romantic 
epics in the history of North America and suggested that the 
improvement of the St. Lawrence as proposed in the treaty 
would be a completion of the work that had been going on 
on the Great Lakes for many years. 

The secretary traced work that had been done on the St. 
Lawrence and the Great Lakes, beginning with the completion, 
by British royal engineers, of six-foot locks around the Lachine 
Rapids just above Montreal in 1783; the construction of a nine- 
foot lock on the Canadian side of Sault Ste. Marie by the 
Canadians; and the work done by the United States in the 
channels and harbors of the Great Lakes themselves. 

“The work remaining to be done in order that deep draft 
ocean shipping may reach Duluth-Superior,” said Secretary Dern, 
“is to overcome the rapids in the St. Lawrence River between 
Ogdensburg and Montreal, to deepen the channels between the 
lakes, including the construction of a deeper lock in the Soo, 
at the outlet of Lake Superior, and to finish the Welland Canal 
to a depth of 27 feet. When this work is done, ocean-going 
ships can penetrate into the heart of the American continent, 
to Duluth-Superior, 1,360 miles from their present terminus at 
Montreal.” 

This improvement, the secretary said, was clearly an inter- 
national one, lying as it did on the border between the United 
States and Canada. As to whether Canada was doing its share, 


Secretary Dern said the estimated cost to the United States 
of deepening the channels between the lakes to afford a depth 
of 27 feet was $42,000,000, the work requiring dredging of about 
100 miles of channel and the construction of a lock for deep 
draft shipping at the Soo, a major undertaking in itself. He 
said the navigation works which the United States was to 








ean aRNNe 


at 


oe 


PAGE 510 





undertake on the international rapids section of the St. Law- 
rence would cost about $29,000,000. The funds that it had to 
furnish the international commission for the construction of 
the dams and appurtenant works in this section of the river 
amounted to $150,000,000. Finally, he said, the cost of the 
power generating machinery in the American powerhouses was 
estimated at $37,000,000, making a grand total cost to the United 
States of $258,000,000. That cost, he said, would be reduced 
by the $89,000,000 which the New York Power Authority had 
agreed to pay the federal government for the latter’s share of 
the power, leaving the net estimated cost at $169,000,000. 

Canada, he said, would contribute approximately $270,000,000. 
A contract with the Hydro-electric Corporation of Ontario for 
the power to be generated was about $100,000,000, leaving a 
net cost of approximately $170,000,000. 

“No one may say that under the terms of the treaty Canada 
is not contributing her full share to the enterprise,” said Secre- 


tary Dern, who in part continued, as follows: 
! 

The waterway will adequately provide for vessels of a draft of 
25 feet. The great bulk of the sea commerce of the world is carried 
by vessels loaded to not more than that depth. With the chain of 
single locks provided in the initial plans it will have the capacity to 
carry from 16,000,000 to 24,000,000 tons of traffic during each naviga- 
tion season. The structures are so designed that the waterway can 
be deepened to 30 feet, a depth sufficient for practically all sea-going 
ships engaged in the commerce of the world except the great trans- 
atlantic express passenger liners plying between New York and Euro- 
pean ports, and a few other of the largest ships. The largest item in 
cost, to provide a deeper canal, will be the work on the channels 
between the lakes. The capacity of the canal can be increased, when 
the occasion demands, by constructing duplicate locks. 

The channels to be provided under the project will be the equal, 

in ease and convenience of navigation, to those long used by the 
shipping of the great port of Montreal. The length of the navigation 
season will be practically the same as that of Montreal itself; for 
since the river flows in a northerly direction its lower reaches are 
the first to close with ice in the winter, and the last to open in the 
spring. 
” A sense of proportion will immediately establish the justifica- 
tion for the undertaking. A federal expenditure of $169,000,000 is 
clearly warranted to open these great inland seas to the shipping of 
the world. 

The construction of the St. Lawrence-Great Lakes waterway is 
included in the platforms of both the Democratic and the Republican 
parties. The ratification of the treaty has the support of the present 
Administration. This improvement is in no sense a partisan ques- 
tion. Objections have been voiced by those who fear that the water- 
way will divert traffic from existing routes. The waterway will un- 
questionably have a substantial effect on our transportation struc- 
ture. There are many who hold that it has been the whole history 
of the development of our great country, however, that the benefits 
accrunig to any region are reflected in increased prosperity and 
well-being for all. Others hold that the construction of the Panama 
Canal conferred undue or unnatural advantages upon the seaboard 
at the expense of the interior, which was thereby relegated to in- 
dustrial stagnation. This school of thought hails the construction 
of the St. Lawrence waterway and the Lakes-to-the-Gulf Waterway 
as the removal of a cruel regional handicap, and an act of justice long 
deferred. It believes that when the land-locked interior gains direct 
access tp the sea it will be able to compete on a fair basis in world 
markets or in distant domestic markets. It maintains that the Panama 
Canal intensified the isolation of the interior, but that the construc- 
tion of these seaways will overcome that isolation. It holds that the 
grain farmers of the west, who have the longest haul and the highest 
freight rates of any great agricultural country, will have their un- 
bearable burden of transportation costs made lighter. It expects that 
cheaper transportation of its raw materials to the manufacturing 
centers will give the middle west a larger share of the benefits of 
the nation’s industrial development. Indeed, it is confident that the 
decline of manufacturing in the interior will be checked, because 
when cheaper transportation of finished products is assured, indus- 
trial plants will be built closer to the sources of the raw materials, 
and pay rolls will be built in areas which are now precariously de- 
pendent upon agriculture alone. 

The economies resulting from the direct sea carriage of goods 
to and from the territory about the lakes will be reflected in bene- 
fits to the railroads now serving that region, and to our North At- 
lantic ports. 

The country is now dealing with the problem of overproduction, 
and objection may well be raised to the immediate provision of in- 
creased facilities in transportation or otherwise. It will be seven 
years before the St. Lawrence waterway is completed even if it be 
immediately undertaken. We may look forward with confidence to a 
complete return of prosperity before the waterway is open. If the 
present generation is to reap the benefits from this great undertaking, 
it should be speedily started. 

It is unnecssary to elaborate to the citizens of Superior and Du- 
luth on the benefits of this project. The geographic position of these 
cities, the splendid harbor facilities available, afford an unequaled 
opportunity for the development of these communities as the dis- 
tributing center of the rich region lying to the west. 

The movement to bring the Atlantic to the heart of the continent 
was launched at a dinner in Duluth on January 2, 1919. After four- 
teen years of persistent, intelligent effort, study, investigation and 
negotiation, realization is now in sight. The next step is the rati- 
fication of the treaty which was signed on July 18, 1932, by the Sec- 
retary of State of the United States and the Minister of the Dominion 
of Canada in the United States. 

Unless the United States Senate approves the treaty, fourteen 
years of effort will come to naught. I hope the treaty will be rati- 
fied without delay as the construction of the St. Lawrence waterway 
is an important part of the President’s recovery program. 


DECLINE IN WORLD’S IDLE TONNAGE 
Idle tonnage throughout the world decreased 19 per cent, 
or 2,642,000 gross tons, in the year ended June 30, 1933, as 
cmopared with the preceding fiscal period, according to figures 
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compiled in the Commerce Department’s transportation Givision 

This development, it is pointed out, is traceable more to 
scrapping than to reabsorption into trade. Notable Drogres 
has been made in Germany, Italy, and Japan, under the Stim. 
ulus of nation-wide schemes with government financia] aid 
Statistics for Germany show a decrease of 749,000 gross tons or 
514% per cent, from the total of a year ago; in Italy 335,000 tong 
or 40 per cent, and in Japan, 79,000 tons, or 35 per cent. 

Progress has been made also in countries where gover, 
ment financial aid has not been forthcoming, especially in the 
Netherlands, where the decrease amounts to 394,000 tons, or 
52 per cent. This is attributable largely to the Russian goy. 
ernment’s chartering of Dutch tonnage for the transportatio, 
of timber from the White Sea and the Baltic. In the Unite 
States and in the United Kingdom there were comparatively 
small decreases of 51% and 7% per cent, respectively. : 

On July 1, 1933, the world’s total idle tonnage amounted ty 
11,473,000 gross tons compared with 12,700,000 tons on January 
1 of the current year, and 14,115,000 on July 1, 1932. ' 


WATER LINES’ CONFERENCE 


The Trafic World Washington B ureay 


Meeting in response to invitations sent out by Major Gep. 
eral T. Q. Ashburn, president of the Inland Waterways (por. 
poration, the government barge line agency, representatives oj 
coastwise, intercoastal, Great Lakes and inland waterway car. 
riers by water, September 20, took action providing for the 
creation of committees to “contact” with the railroads and (po. 
ordinator Eastman. 

It was agreed that the various water lines would organize 
committees representing carriers as follows: Atlantic coast. 
wise, United States intercoastal, Gulf intercoastal, Pacific coast- 
wise, New York State Barge Canal, Great Lakes, Mississippi 
River system, Gulf and tributaries thereto except the Missis. 
sippi east of New Orleans. Coastwise representatives will in- 
clude representatives of carriers operating on tributaries ani 
bays along the coasts. 

The proposal is for each committee to appoint an executive 
committee and designate one member, preferably not of its 
own executive committee, as the representative to serve on a 
general committee to be called into session by General Ashburn 
in Washington in the near future. From this general commit. 
tee there will be selected a smaller committee to deal directly 
with the smaller committee of the railroads, with the co 
ordinator as “umpire” for any differences. 

The thought is that the committees to be set up will deal 
directly with railroads on matters within their trade region 
and that joint committee action may be taken where there are 
“overlapping” problems. Where matters in dispute cannot be 
disposed of by such action, they will be brought before the 
smaller committees at the top and, if necessary, before the 
coordinator. 

The action taken was regarded by General Ashburn as an 
important development in the waterway transportation field as 
well as an important step toward working out a practical basis 
for coordination of rail, highway, and waterway services. 

Some method of waterway “contact” with the railroads was 
deemed necessary by operators who feared that if they were 
bound by codes of fair competition under the N. I. R. A., the 
railroads and other transport agencies might take advantage 
of them by, for example, cutting rates below the level that 
might be set forth in the codes. It is also desired that similar 
contact be provided with highway carriers and possibly air 
carriers. 


IMPROVEMENT OF WATERWAYS 


The War Department proposes to distribute the allotment 
of $22,000,000 for the construction of locks and dams on the 
upper Mississippi River made by public works administrator 
Ickes as follows: Lock No. 5-A, Winona, Minn., $1,420,000; 
No. 6, Minnesota, Wis., $1,420,000; No. 7, LaCrosse, Wis. 
$1,420,000; No. 8, Genoa, Wis., $1,420,000; No. 9, near Lynxville, 
Wis., $1,420,000; No. 10, near Dubuque, Ia., $1,420,000; No. 11, 
near Dubuque, Ia., $1,420,000; No. 12, near Dubuque, Ia., $1, 
420,000; No. 14, LeClaire, Ia., $1,420,000; No. 16, Muscatine, Ia., 
$1,420,000; No. 18, Burlington, Ia., $1,420,000; No. 21, Quincy, 
Ill., $1,420,000; No. 22, Hannibal, Mo., $1,420,000; No. 26, Alton, 
Ill., $3,540,000. 

This work will be advertised without delay, and is esti- 
mated to give about twelve thousand men employment for a 
period of one year. 

The secretary of war has made an allotment of $780,000 for 
work on the Mississippi River between the Ohio River and 
Clarksville, Mo., in the St. Louis district. 

An allotment of $281,000 to dredge a 6-foot channel and 
build retaining walls at Ocean City Harbor and Sinepuxant Bay, 
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Maryland, has been granted by Federal Administrator of Public 
works Ickes. The construction will be under the supervision 
of War Department engineers. In addition to the sum allotted 
py the federal government, Maryland will provide $500,000 for 
the work. The construction will repair damage caused in the 
recent storm and preserve a channel formed during this storm, 
which might otherwise be lost. In addition to offering a refuge 
to vessels in stormy weather, it will be an aid to the local 


fishing industry. 


COMMERCE IN U. S. VESSELS 


In the six months ended with June American flag vessels 
carried, by value, 38.3 per cent of the general imports and 
97,1 per cent of the domestic exports in the waterborne foreign 
trade of the United States, according to the monthly summary 
of foreign commerce issued by the Department of Commerce. 
The percentages for the corresponding period of 1932 were 38.3 
for imports, being the same as for the 1933 period, and 33.5 
for exports. For June the percentages were 36.8 for imports 
and 37 for exports as against 38 for imports and 33.3 for ex- 
ports in June last year. 





AMERICAN SHIPPING THROUGH SUEZ 


American shipping passing through the Suez Canal the first 
six months of 1933 decreased in gross and net shipping tonnages 
and in cargo transported compared with the corresponding pe- 
riod of last year, according to Consul Horace Remillard, Port 
Said, in a report made public by the Commerce Department. 

In the first six months of this year, 37 American vessels 
aggregating 230,655 net tons, passed through the Suez in both 
directions against 44 vessels totaling 373,042 net tons in the 
first six months of 1932. 

The volume of cargo transported by American vessels 
through the Suez Canal in the 1933 period amounted to 192,415 
dead weight tons, a decrease of 16,742 tons compared with the 
first six months of 1932. 

Steam passenger and cargo vessels accounted for 13 of the 
total American craft transiting the Suez Canal in the first 
half of 1933; steam general cargo vessels numbered 13 and 
motor passenger and cargo vessels, 8. 


TRANSPORT COMPETITION 


A referendum on the report of its special committee on 
competing forms of transportation is now being taken by the 
Chamber of Commerce of the United States. Members of the 
Chamber have the opportunity, under the referendum, of ex- 
pressing themselves for or against the following proposals: 

Water transportation in domestic commerce—(1) All com- 
mon carriers should be required to obtain certificates of pub- 
lic convenience and necessity; (2) common carriers should be 
subject to regulation as to rates, including port-to-port rates; 
(3) all vessels which are not common carriers and which ac- 
cept cargo for hire should be required to charge the established 
common carrier rates; (4) regulation should require that the 
rates of both water and rail carriers to competitive points be 
adequately compensatory to the carriers making the rates; (5) 
government operation of commercial water transportation 
should be discontinued. 

Highway transportation in interstate commerce—(6) Each 
state should put into effect the standards of the American As- 
sociation of State Highway Officials as to size, weight and 
speed of vehicles; (7) motor busses and other vehicles carrying 
passengers for hire should pay a special user tax in the form 
of a mileage tax, graduated according to seating capacity; (8) 
motor trucks should pay a special user tax reflecting fairly the 
demands each makes upon the highways; (9) the gasoline tax 
should be kept down to a point not encouraging wholesale eva- 
sion; (10) the gasoline tax should be levied only by states; 
(11) states should enter into reciprocal agreements for issuance 
of special licenses at equitable rates to commercial vehicles 
out of their home states; (12) intrastate motor carriers for 
hire, both common and contract, should be required to obtain 
permits to operate; (13) intrastate motor carriers for hire, 
both common and contract, should under regulation be re- 
quired to file, post and adhere to rates that are just, reasonable 
and non-discriminatory among shippers; (14) all commercial 
users of highways should be required to establish financial 
responsibility for public liability and all common carriers also 
for liability with respect to passengers and cargo; (15) safety 
and fair conditions of competition require that hours of service 
of operators of commercial motor vehicles on highways should 
be reasonably limited by public authority. 

Interstate regulation—(16). There should be the same de- 
gree of regulation by Congress of interstate motor carriers 
as has been recommended to the states for intrastate carriers 
as to permits to operate, rates, financial responsibility and 
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hours of service; (17) the interstate regulatory authority should 
act as an appellate body, with provision for initial delegation 
of authority to boards of state regulatory bodies from states 
affected by each case that arises; (18) section 500 of the trans- 
portation act of 1920 should be construed as a declaration by 
Congress of the importance to the public of the major forms 
of transportation, without preference for rail or water trans- 
portation over highway transportation. 

The report of the committee, of which David F. Edwards, 
president of the Saco-Lowell Shops, Boston, was chairman, was 
issued the latter part of December, 1932. (See Traffic World, 
Dec. 31, 1932, pps. 1285-86-87-88.) At the chamber’s annual meet- 
ing last May it was voted that the chamber should act on the 
report by referendum. 

In its report the committee stated that “unregulated compe- 
tition with regulated forms of comparable transportation is 
unfair, contrary to the public interest in the losses which are 
caused, and inequitable to shippers whose interest is in de- 
pendable service and conditions.” 

“Regulation,” the committee continued, “should give each 
form of transportation opportunity to develop its potentialities 
so long as it does not have unfair advantage over other forms. 
The chief problems for consideration at the present time are 
as to the fairness of the conditions under which water trans- 
portation and highway transportation are conducted as com- 
pared with the conditions which surround or should surround 
rail transportation. Nothing in this report should be construed 
as favoring or implying the desirability of so regulating high- 
way or waterway rates so as to raise them to the level or in 
excess of railroad rates.” 

These general declarations had the unanimous endorsement 
of the committee. However, a minority of the committee op- 
posed recommending any new regulation of water and highway 
transportation. Their view was that existing regulation of rail- 
roads owed its origin to the necessity of protecting the public 
from abuses incident to a monopoly of transportation, and that 
no such monopoly existed today. They further contended that 
the regulatory handicap under which the railroads were forced 
to compete with other forms of transportation should be re- 
moved by a relaxation of such regulation rather than through 
the imposition of like regulation on motor vehicles and water 
carriers. 

Another point on which there was dissent had to do with 
the proposal for adoption of the size and weight limits for 
commercial motor vehicles as recommended by the American 
Association of State Highway Officials. The members oppos- 
ing this held that it represented only a highway engineering 
viewpoint. They argued that the proposal would increase the 
size and weight of commercial vehicles allowed by many states, 
that comparatively few of the existing bridges and roads would 
carry the gross weights recommended, and that to handle such 
weights would require expenditure of hundreds of millions of 
dollars for further highway improvement for accommodation of 
a relatively few heavy commercial vehicles. 


AIR-EXPRESS TRAFFIC 


Air-express traffic over the Railway Express Agency air 
system, in the eight months’ period ending August 31, increased 
by 219.95 per cent over that for the corresponding period of 
1932, according to reports to the R. E. A. general offices in 
New York. Air-express business for August increased by 139.94 
per cent over that for August of last year. 

By the complete coordination of air-express and rail-express 
operation over 12,868 miles of air-transport lines and 225,000 
miles of railroads, three wholly distinct phases of transporta- 
tion service related to air movement have been evolved, ac- 
cording to George S. Lee, vice-president in charge of traffic of 
the Railway Express Agency, Inc. 

“Any carrier service has a definite obligation to the public 
and to the many and diverse industries it serves,” says Mr. 
Lee. “The air-express, associated in the public mind with an 
operation as between terminal and intermediate airports, would 
only partly fulfill its obligation were its service to be so con- 
fined and limited. 

“The final and determining value of the modern air-express 
is the stepped-up coordination with the fastest rail-express 
service, so that not only terminal and intermediate airports, 
but railroad centers well beyond those points and unprovided 
with airport or landing facilities may enjoy a proportionate 
benefit from the air-express operation. It is important that 
Portland, Ore., be reached, as it is, by air-express directly; from 
the Atlantic seaboard, within nineteen hours; but it is scarcely 
less important that Salem, Ore., the capital of the state and a 
rail point fifty miles off the air lines, have the advantage of 
the air-express time to Portland and, by quick rail connection, 
be reached within twenty-one hours from New York. 
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“Since the inauguration of America’s first air-express opera- 
tion by the system with which the writer has the honor to be 
associated, just six years ago this month (September), both 
the air-transport lines and the railroads embraced by the sys- 
tem have labored toward this end. As a result, the air-express 
today comprises three distinct types of service. 

“First, the air-express, or operation as between airports and 
confined to the airlines. Second, the rail-and-air, or air-and-rail 
express, wherein a shipment will originate upon a railroad line 
and be ‘trained’ to the nearest airport for continued movement 
to final destination upon the airline; or, vice versa, will originate 
at an airline point and be moved by express-plane to the air- 
port nearest to its final destination. Third, the rail-and-air and 
air-and-rail express, wherein a shipment will originate at a rail 
point off the airlines, be ‘trained’ to the nearest airport and 
from there carried by express-plane to the airport nearest to 
final destination, the train completing the remainder of the 
movement. 

“There have been remarkable increases in traffic within the 
last year in all three of the specified classes of service, due 
to several causes. Chief of these, perhaps, has been the stepping- 
up of air-transport schedules by the introduction of new super- 
powered three-mile-per-minute plane equipment. Scarcely a sec- 
ondary factor has been the working out of scheduled coordina- 
tion at all points of interchange between the air and rail lines 
—and they meet at virtually all of the airports of the nation. 
The recent lowering of air-express rates by an average of ap- 
proximately 15 per cent has been yet another factor.” 


WORK ON AIRWAYS 


The survey of sites for relocation of the Omaha-Chicago 
lighted airway is nearing completion, and the Aeronautics 
Branch of the Department of Commerce has determined on 
the general route to be followed by this airway, it has been 
announced by Rex Martin, director of airways. Construction 
work on the relocated New York-Boston airway will begin in 
the immediate future. Both projects were undertaken with an 
allotment made available from the special public works appro- 
priation. 

Lights and intermediate landing fields to be established 
on the new Omaha-Chicago route will follow a direct line from 
Omhaa to Des Moines, then will pass to the south of Iowa City, 
north of the tri-cities (Davenport, Iowa, Moline, Ill., and Rock 
Island, Ill.), and join the Kansas City-Chicago airway in the 
vicinity of Yorkville, Ill. From Yorkville to Chicago the routes 
of the Omaha-Chicago and Kansas City-Chicago airway will be 
the same. 

Progress also was reported by Mr. Martin in the moderniza- 
tion of radio stations. A program seeking this end was enlarged 
and given impetus by the allocation of public works funds. 
Stations at 57 cities will be improved under this project. 

The remote control method of operation has been adopted 
for 10 stations by the airways division, Mr. Martin said. Under 
this procedure the radio communication station for weather 
broadcasting, the radio range-beacon which gives directional 
guidance to aircraft, and the teletypewriter equipment which 
is utilized for sending and receiving weather information, are 
operated at the airport. The radio transmitters are located 
at some distance from the landing area. They are connected 
with the central point by telephone circuits, and dialing switches 
are used to control their transmissions. 

Remote control now is being used at Washington, D. C.; 
Atlanta, Ga.; Chicago, Ill.; Boston, Mass.; Kansas City and St. 
Louis, Mo.; Newark, N. J.; Greensboro and Raleigh, N. C., and 
Spartanburg, S. C. 


AERONAUTICS BRANCH 


Secretary Roper, of the Department of Commerce, has an- 
nounced reorganization of the aeronautics branch of the de- 
partment with appointment of Eugene L. Vidal, one of the 
founders of the Ludington Line, operating between New York 
and Washington, as head of the branch with the title of di- 
rector of aeronautics. 

“The reorganization of the aeronautics branch provides for 
two major divisions instead of three as heretofore,” said Mr. 
Roper. “The two divisions are air navigation and air regula- 
tion. The air navigation division will be in charge of Rex 
Martin, who has been serving since June as assistant director 
in charge of airways; and the air regulation division will be 
headed by Major J. Carroll Cone, who has been since June 
assistant director for aeronautic development, now absorbed in 
the two divisions. Radio research and airways mapping, for- 
merely sections in the aeronautic development service, will be- 
come a part of the air navigation division; and that part of 
the work of the airport section pertaining to airport engineering 


The Traffic World 


Vol. Lil, No, 13 


consultation will be handled by the air navigation divisioy 
while airport promotion and rating work will be under the gep. 
eral inspection activities of the air regulation division. Th. 
aeronautic information section hereafter will report direct t 
the director of aeronautics, as will the administrative sectiop, 

“The organization of the air navigation division, With the 
excepttion of the additions previously referred to, is not ma. 
terially changed. The organization of the air regulation diyj. 
sion, however, provides for three principal subdivisions, one 
dealing with air line inspection, another with general inspection 
work covering miscellaneous flying activities, and a third gyp. 
division common to ‘both and including registration, engineering 
medical, accident and enforcement work. 

“It was the original intention of Congress that there be 
two principal functions in the aeronautics branch, one dealing 
with air navigation facilities and the other with the regulatioy 
of air commerce. The appropriations are voted in that map. 
ner. However, a third division was built up comprising actiyj. 
ties that should have been a part of either the airways or 
regulatory work. Under the reorganization plan, these partic. 
ular activities will fall in their natural places, thereby eliminat. 
ing possibilities of duplication and inefficiency. It is confidently 
expected that under this plan of organization the aeronautics 
branch will be able to function with a higher degree of eff- 
ciency than in the past and will be able to render a greater 
service to the industry and the public.” 


AIRPLANE PRE-COOLING 


Pre-cooling of airplanes with the use of dry ice has been 
announced by United Air Lines, following tests made at the 
Chicago airport with the aid of equipment manufacturers. Tests 
made in the hottest summer weather brought down the tem. 
perature of an all-metal airplane which had been left exposed to 
the sun from 104 to 29 degrees Fahrenheit, or three degrees 
below freezing, it is stated. 

Under plans suggested for cooling the planes on the ground, 
the dry ice container can be put into the planes for approxi- 
mately twelve minutes, reducing the temperature to around 65 
degrees, says the announcement. “The operators’ problem is 
to cool planes on the ground, as planes in summer weather are 
flown at altitudes where the air is cooler. In the last summer 
United’s pilots were flying at temperatures thirty degrees cooler 
than on the ground.” 





FEMALE AIRLINE WORKERS 


Three American airlines employ hostesses on their aircraft, 
the number of young women engaged in this occupation totaling 
approximately 100. Aspirtants for the positions probably num- 
ber several thousand. Each of the airlines has voluminous 
files of applications, and the Aeronautics Branch of the De 
partment of Commerce receives inquiries about the work daily. 
The department has no jurisdiction over the work of airline 
hostesses, and can only refer correspondents to airlines which 
employ them. These are United Airlines, Eastern Air Trans- 
port and American Airways. 

An airline hostess has the responsibility of seeing that 
possengers on the airplane to which she is assigned have a 
comfortable and enjoyable journey. If meals are to be served 
en route, she prepares them and carries trays to the passengers. 
The hostess is expected to anticipate the desires of passengers 
and meet them, and to avoid offering unwanted attentions. 


HEAVY AIR MAIL TRAFFIC 


Improved business conditions nationally are said to be 
reflected in the report of United Air Lines, showing that, in Au- 
gust, it carried the heaviest coast-to-coast air mail loads in 
many months. A total of 212,000 pounds were flown between 
New York, Chicago, and the Pacific coast, contrasted with 
199,000 pounds in July. Seventy-five per cent of air mail is 
business correspondence. 


AIR BEACON SERVICE RESTORED 


Beacon lights on the three transcontinental airways and on 
the Seattle-Los Angeles route were restored to all-night operation 
September 15, Rex Martin, director of airways, Department of 
Commerce, has announced. 

Many of the lights throughout the federal airways system had 
been operated on a part-time basis since March of this year as 
an economy measure, the beacons on certain sections being 
lighted only during the hours when aircraft were scheduled to 
be in flight on the routes. However, the department found that 
it could adjust its program to permit restoration of dusk to dawn 
operation for all lights on the San: Francisco-New York, Los 
Angeles-New York, Los Angeles-Atlanta and Seattle-Los Angeles 
airways under the present allotment of funds. Full time oper- 
ation of lights on connecting lines will require an additional 
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September 23, 1933 


$120,000, which the secretary of commerce has announced that 
he will request of the director of the budget. 

Mr. Martin explained that although September 15 was the 
date when the full time schedule for lights on the four airways 
pecame effective, some of the lights might not begin on that basis 
until three or four days later. The lights are turned on and off 
automatically by astronomic time clocks, and those mechanisms 
which now were set for part-time schedules must be readjusted 
to switch the lights on at dusk and extinguish them at dawn. 
As it would be physically impossible for mechanicians to visit 
all the sites by September 15, some lights could continue part- 
time for a few days after that date. 


STATE COMMISSION CHANGES 


Changes in state commission memberships since last Novem- 
ber have been compiled by John E. Benton, general solicitor of 
the National Association of Railroad and Utilities Commissioners. 
New commissioners to the number of 44 have taken office in 26 
states and in 12 states new secretaries have been appointed. In 6 
states new counsel have been appointed. The changes in each 
state have been as follows: 


Arizona: Commissioners Wilson T. Wright and John Cummard 
have succeeded Commissioners Loren Vaughn and Amos A. Betts, 
respectively. 

Arkansas: Commissioners J. C. Pinnix, C. P. Newton and W. H. 
Childers have succeeded Commissioners Ed. Harper, Clay S. Hender- 
son and Reece A. Caudle. Mr. E. W. Brown has succeeded Mr. 
Grady Hays as secretary. 

California: Commissioner Wallace L. Ware has succeeded Com- 
missioner Fred G. Stevenot. 

Colorado: Mr. Richard E. Conour has succeeded Mr. Colin A. 
Smith as attorney. 

Florida: Commissioner W. B. Douglas has succeeded Commissioner 
Tucker Savage. 

Georgia: Commissioners Jud P. Wilhoit, George Goode, Thos. K. 
Davis, Ben T. Huett and J. B. Daniel have been appointed by the 
Governor in place of Commissioners James A. Perry, Albert J. Wood- 
ruff, Perry T. Knight, Jule W. Felton and Walter R. McDonald, sus- 
pended pending legislative action. Mr. Jack M. Forrester has suc- 
ceeded Mr. Robert N. Springfield as secretary. 

Idaho: Commissioner Harry Holden has succeeded Commissioner 
J. M. Thompson, Mr. W. B. Joy has succeeded Mr. M. A. Kiger as 
secretary. 

Illinois: Commissioners B. F. Lindheimer, Charles F. Byrne, An- 
drew Olson and Ernest J. Kruetgen now constitute the Commission. 
They succeed Commissioners J. Paul Kuhn, C. Gale Gilbert, Walter 
H. Wilson, William M. Brinkman, Phil W. Collins, Paul Samuell and 
Rice Miller. Mr. William W. Hart, as secretary, has succeeded Mr. 
Julius Johnson. 

Indiana: Commissioners Perry McCart, Samuel L. Trabue and 
Moie Cook, and Mr. Pete H. Dawson, secretary, constitute the new 
Commission, succeeding Commissioners J. W. McCardle, Howell Ellis, 
Jere West, H. K. Cuthbertson and Ralph M. Young, and Mr. Fred I. 
King, secretary. Mr. Sherman Minton has been appointed public coun- 
a. a new office created when the Commission was reorganized 
this year, 

Iowa: Commissioner M, P. Conway has succeeded Commissioner 
B. M. Richardson, 


Kansas: Commissioners Homer Hoch and Ernest E. Blincoe have 
succeeded Commissioners Thurman Hill and Charles W. Campbell. 
Mr. C. H. Benson has succeeded Mr. Herman L. Gees as secretary. 

Louisiana: Commissioner Wade O. Martin has succeeded Com- 
missioner Dudley J. LeBlanc. Mr. P. A. Frye has succeeded Mr. 
James L. Helm as secretary. 

Minnesota: Commissioner Knud Wefald has succeeded Commis- 
sioner O. P. B. Jacobson. 

Missouri: Commissioners J. C. Collet, William Stoecker and W. 
M. Anderson have succeeded Commissioners Almon Ing, Milton R. 
Stahl and John H. Porter, respectively. Mr. Robert E. Holliway has 
succeeded Mr. David P. Janes as secretary. 

Montana: Commissioners Thos, E, Carey and Tom Stout have suc- 
ceeded Commissioners Lee Dennis and Daniel Boyle, respectively. 

_ Nebraska: Commissioner Floyd L. Bollen has succeeded Commis- 
sioner John H. Miller. Hon. Edwin Vail has succeeded Hon. Hugh 
LaMaster as Counsel to the Commission. 

New Hampshire: Commissioner Fred H. Brown is now United 
States Senator. His successor on the Commission has not yet been 
appointed. 

New Mexico: Commissioners J. D. Lamb and Don R. Casados 
have succeeded Commissioners Hugh H. Williams and A. L. Otero, 
respectively. 

North Dakota: Mr. J. A. Heder has succeeded Mr. T. C. Madden 
as commerce counsel. 

_ Ohio: Commissioner Charles F, Schaber has succeeded Commis- 
Sioner John W. Bricker, who was elected Attorney General of Ohio. 
Mr. Clarence H. Kniseley has succeeded Mr. Ira E. Sprankle (Super- 
intendent of Investigation) as secretary. Mr. Don C. Power has suc- 
ceeded Mr. Thomas J. Herbert as attorney. 

Oklahoma: Former Governor Jack Walton has succeeded Com- 
missioner C. C. Childers. Hon. W. H. Brown has succeeded Mr. E. 
S. Ratliff as attorney. 

Oregon: Mr. John J. Hanlon has succeeded Mr. Herbert H. Hauser 
as secretary, the latter having been appointed superintendent of 
transportation. 

Pennsylvania: Commissioner Herman J. Goldberg has succeeded 
Commissioner Clyde L. King. 

_ South Dakota: Commissioner F. S. Pickart has succeeded Com- 
missioner J. W. Raish. 

Utah: Commissioner T. H. Humpherys has succeeded Commis- 
sioner G. F. McGonagle. 

_ Virginia: Commissioner Thos. W. Ozlin has succeeded Commis- 
Sloner Geo. C. Peery, who is the Democratic nominee for Governor 
of Virginia. 

Washington: Hon. E. K. Murray and Hon. W. D. Lane have, 
respectively, succeeded Hon. Fred K. Baker, director, and Hon. B. 
%. Lewis, supervisor of transportation. 

West Virginia: Commissioner John J. D. Preston has succeeded 
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Commissioner I. Wade Coffman. Mr. N. R. Henderson has succeeded 
Mr. Joseph G. Conley as secretary. 

Wisconsin: Commissioner Fred S. Hunt has succeeded Commis- 
sioner David E. Lilienthal, who is a director of the Tennessee Val- 
ley Authority. 

Wyoming: Commissioner M. J. Foley has succeeded Commissioner 
F. — Mr. W. J. Dalton has succeeded Mr. W. J. Taylor as 
secretary. 





Digest of New Complaints 





No. 26137. Sub No. 1. F. F. Attaway, doing business under the trade 
name of Atlanta Tile & Marble Co., Atlanta, Ga., vs. Southern. 
Ratee, sand rubbed marble and Polished marble, Knoxville, 
Tenn., to Saliisbury, N. C., in violation section 1. Asks rate and 
reparation. (Mac Asbill, atty., 1025 Citizens’ & Southern Na- 
tional Bank Bldg., Atlanta, Ga.) 
No. 26173. Janney-Semple-Hill & Co., Minneapolis, Minn., vs. C. C. 
C. & St. L. et al. a . 
Rates, refrigerators and Cooling apparatus combined, Dayton, 
O., to Minneapolis, Minn., in violation of sections 1, 2, 3 and 4, 
the undue preference being for shippers from Cumberland, Md., to 
Minneapolis, Minn. Asks rates and reparation. (H. M, Hill, 
pres., Marquette Ave. and Second St., Minneapolis, Minn.) 
No. tem ar Strong-Scott Mfg. Co., Minneapolis, Minn., vs. C. M. 
Rates, machinery and parts and on other kinds of freight, 
Minnesota Transfer, Minn., to Great Falls, Mont., in violation sec- 
tion 1. Asks rates and reparation. (Phillip Little, Jr., Secy., 
Taft & N. E. Kennedlly, Minneapolis, Minn.) 
No. 26175. McLaughlin, Gormley, King Co., Minneapolis, Minn., vs. 
C. & O. et al. 
Rate, hydrogen sulphide, liquid, S. Charleston, W. Va., to Min- 
neapolis, Minn., in violation section 1. Asks rate and reparation. 


(G. A. N. King, secy.-treas., 1715 S. E. Fifth St., Minneapolis, 
Minn.) 

No. — Dekle Lumber Co. et al., Jacksonville, Fla., vs. A. & W. P. 
et al. 


Rates, lime, common, hydrated, quick or slack, from points in 
Ohio to Jacksonville, Fla., in violation sections 1 and 3, as com- 
pared with rates to Tampa, Clearwater, St. Petersburg, Perry, 
and other competing Fla. points. Ask rates, minimum weights 
and reparation. (F. C. Hillyer, atty., New Chamber of Commerce 
Bldg., Jacksonville, Fla.) 

No, 26177. Southern Rice Sales Co., Inc., New York, N. Y., vs. N. O., 
T. & M. et al. 

Rate and charges in violation sections 1 and 4, clean rice, Baton 
Rouge, La., to New York, N. Y. Asks rate and reparation. (A. 
U. Zurborg, practitioner, 6541 Avenue ‘‘J,’’ P. O. Box 1758, Hous- 


ton, Tex.) 
No, — Central Fibre Products Co., Chicago, Ill., vs. C. & N. W. 
et al. 
Unreasonable rate and charges, woodpulp, Chicago, IIl., to 
Tama, Ia. Asks reparation. (H. Sundberg, practitioner, 


Chamber of Commerce Bldg., Cedar Rapids, Ia.) 
No. — The Union Fork & Hoe Co., Columbus, O., vs. N. Y. C. 
et al. 

Charges in violation sections 1 and 6, handle material, Frank- 
fort, N. Y., to Columbus, O. Asks rates and reparation. (G. M. 
Stephen, atty., Chicago, Ill.) 

No. 26180. Vulcan Detinning Co., Sewaren, N. J., vs. N. Y. C. et al. 

Unreasonable rates, liquefied chlorine gas, Niagara Falls, N. Y., 
to Neville Island, Pa. Asks reparation. (G. B. Sexton, T. M., 
Neville Island Branch Post Office, Pittsburgh, Pa.) 

No, 26181. Louisiana Oil Refining Corporation, Shreveport, La., vs. 
G. C. & S. F. et al. 

Rates in violation sections 1, 2, 3, 13 and 15 of the act, refined 
petroleum products, Gas Center and Bossier City, La., to points 
in east Texas, including such points as Bonham, Center, Clarks- 
ville, Cleveland, Commerce, Corrigan, Crockett, Marshall, Mt. 
Pleasant, Nacogdoches, Palestine, Paris and Tip Top, as com- 
pared with rates between Texas points. Asks cease and desist 
order and reparation. (E. M. Hinkle, T. M., P. O. Box 1115, 
Shreveport, La.) 

No. 26182, Tuftread Corporation et al., Chicago, Ill., vs. C. & N. W. 
et al. 

Rates and charges in violation sections 1, 4 and 6, asphalt or 
asphaltum (other than paint) Lawrenceville, Ill., to Peterson Ave- 
nue, Ill., interstate through Ind. Ask rate and reparation. (Earl 
Girard, practitioner, Room 1113, 58 E. Washington St., Chicago, 
Til.) 

No. 26183. The Hewitt Soap Co., Inc., Dayton, O., vs. A. B. & C. et al. 

Rates in violation first three sections, soap, Dayton, O., to 
points in Ky., Tenn., Miss., La., Ala., Ga., Fla., N. C., S. C., and 
Va. as compared with rates from Cincinnati, O. Asks repara- 
tion. (C. A. Garber, Atty., 225 N. Main St., Dayton O.) 


CHANGE IN DOCKET 


Further hearing in No. 16747 and Sub. 1, George W. Pyott Sand 
& Gravel Co. et al. vs. A. T. & S. F. Ry. et al. (for sole purpose of 
receiving evidence of which shipments, if any, were overcharged, 
and amount of such overcharge), assigned for September 21, at 
Washington, D. C., before Examiner Smith was canceled and reas- 
signed for November 7, at Washington, D. C., before Examiner Smith, 
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MOTOR CARRIER REGULATION 


HAIRMEN of the public service commissions of the 48 states 

and the District of Columbia have been asked by Coordinator 
Eastman to respond to an inquiry prepared by his research staff 
designed chiefly to develop comprehensive information on the 
subject of motor carrier regulation. 

“This inquiry,” said Coordinator Eastman, “is concerned 
mainly with the problem of motor carrier regulation. It is be- 
lieved that it will develop much useful information as to the 
methods of regulation used by the states over a considerable 
period of years, the problems presently encountered, the need 
for federal regulation, the form which any such regulation 
should take, and the part the states can play in administering 
it. Certain statistical information is also requested and there 
are brief inquiries as to regulation of water and air carriers.” 

With respect to motor carriers inquiry is made as to com- 
mon, contract and private carriers, the first two classes of car- 
riers including both carriers of passengers and property, to which 
regulation applies. The following indicates further the nature 
of the information sought: 


Number and classification of motor carriers (state and inter- 
state) operating under “certificates” or “permits” as of Septem- 
ber 1, 1933, or latest date for which information is available. 


Number of certificates and permits issued, denied, revoked, 
etc., September 1, 1932, to August 31, 1933, or latest 12 months’ 
period for which data are available. 


Name the principal causes of suspensions and revocations. 

Name the principal causes of “common carrier” abandon- 
ments. 

Investment, revenues, expenses, and traffic of motor carriers 
operating under certificates and permits issued by your com- 
mission for the year 1930, 1931, 1932. 


Number of complaints and investigations involving motor 
vehicle carriers for the year ended September 1, 1933, or for 
latest 12 months’ period for which information is available. Give 
proportions of complaints filed (a) by shippers or patrons of 
motor carriers, (b) by other carriers, and (c) by others. State 
principal causes. 

Administration and enforcement data are sought as follows: 


Is administration of the motor carriér laws delegated to an indi- 
vidual bureau, division or department of the commission? If not, 
what general plan or method of administration is used? 

Number and major classifications of commission officials and 
employes devoting entire time to regulation of motor carrier as 
previously defined. 

Same, part time. 

Assigned or estimated total annual cost of motor carrier regula- 
tion during each of the last three years. 

What other departments or agencies of the state, if any, take 
part in the regulation of motor carriers? 

a what matters are such other departments or agencies con- 
cerned? 

Describe in the order of their importance the principal obstacles 
and difficulties encountered in the administration and enforcement 
of the motor carrier regulations, particularly as to securing observ- 
ance of limitations attached to certificates or permits as to routes, 
class of service and character of traffic handled; observance of rates; 
lessening wasteful competition and promoting coordination of services 
of motor or motor and rail carriers; eliminating discriminations; 
obtaining adequate records and reports; improving service, equipment 
and facilities; securing financial responsibility of operators; and pre- 
vention of schemes and devices used by motor carriers or shippers 
to evade regulation. 

What benefits and/or disadvantages have resulted or may fairly 
be anticipated in consequence of regulation of motor carriers by your 
state from the standpoint of (1) motor carriers, (2) railroads and 
other common carriers, (3) shippers and passengers, and (4) the 
general public? 

What general powers left to the discretion of the commission 
(for example, the power to prescribe rates or a uniform system of 
accounts, to require reports, or to control and regulate service, the 
issuance of securities, etc.), has it been found impracticable to exer- 
cise either wholly or in part? 

In granting certificates and permits what consideration does your 
commission give to the existing service (1) of rail or water carriers 
and (2) of other motor carriers, and to the probable effect of the 
proposed motor carrier service upon such other carriers? 

Does your commission permit rail or water carriers to engage in 
motor transportation and, if so, under what conditions? 

Does your commission permit joint rates between motor carriers 
and rail or water carriers? ; 

Where abandonments of rail lines or service have occurred as the 
result of the competition of motor carriers, have the latter maintained 
a dependable and satisfactory service? 

If your state has laws or rules regulating hours of labor of bus 
and truck drivers, what methods are used to enforce them? With 
what success? 

Does the lack of federal regulation of interstate motor carriers 
substantially discriminate against intrastate shippers, passengers, 





carriers or commerce or substantially hamper the efforts of your state 
to regulate intrastate motor carriers and commerce? Explain fully, 

Does your commission favor federal regulation of interstate motor 
carriers? 


The commissions are asked, if federal regulation should be 
exercised, to which of the classes of common, contract and 
private carriers of passengers and/or property should it apply, 
and to what particular matters should federal regulation apply, 
The commissions are asked to check such of the following par. 
ticulars as are deemed desirable, as to each of the three classes 
of carriers: Certification; rates—filing adherence to rates filed, 
minimum, suspension, other (specify); service; accounts, rec- 
ords and reports; issuance of securities; mergers and consolida- 
tions; assignments, sales and transfers of certificates; safety; 
size and equipment of vehicles; financial responsibility; insur- 
ance; hours of labor; other working conditions; wages; other 
(specify). Continuing, the statement of inquiry follows: 


What exemptions or exceptions in any federal regulation should 
be made in respect of particular classes of carriers, service, or kinds 
of traffic? 

Should rail and water common carriers be permitted to engage 
in motor transportation and, if so, to what extent or character of 
service should such operations be restricted and why? 

If federal regulation should be undertaken, in what respects could 
your commission or other state agencies cooperate with and assist 
the federal agency in the administration and enforcement of the law 
in respect of (a) registration and licensing of operators; (b) the 
hearing and adjustment of complaints as to rates, service or other 
matters; (c) policing of rates, service, safety and equipment regula- 
tions; (d) ascertaining and reporting violators of federal laws or 
regulations? 

Are there any specific provisions of your state laws which either 
sanction or prohibit such cooperation and assistance? 

If your commission has made any recent general investigations 
of motor vehicle transportation or traffic surveys, please attach a 
copy of each. 

Please give citations to the leading court decisions rendered dur- 
ing the past year which involved the jurisdiction of your state over 
motor carriers. 

What regulation of water carriers is in effect in your state and 
what need, if any, is there for amplification or relaxation of such 
regulation? If there is a tendency in your state for common carriers 
by water to cease operating as such and to engage in contract opera- 
tions, indicate reasons. 

What regulation of air lines is in effect in your state and what 
need, if any, is there for further state or federal regulation? 

Please list the principal bills introduced in your legislature during 
1932 and 1933 affecting regulation of highway, water, and air trans- 
portation, and state the purpose and the final disposal of each. 

If you can conveniently do so without delaying your return, 
please furnish a copy of each such bill, accompanied by its legis- 
lative history; and cite (or, if possible, furnish a copy of) any report, 
record, or transcript of testimony of legislative hearings thereon, 
and any exhibits filed or briefs and arguments submitted in connec- 
tion therewith; also cite (or, if possible, furnish copy of) the refer- 
ences thereto in legislative debate. 


TRUCK ASSOCIATIONS’ MERGER 


The Traffic World Washington Bureau 


Merger of the American Highway Freight Association and 
the Federated Truck Associations of America into an organ- 
ization named the “American Trucking Associations, Inc.,” was 
expected this week to be effected as the result of a merger pro- 
posal submitted to members of both organizations by committ- 
tees representing them. The proposal is to be voted on by mail. 
The merger will not be made until a majority of the members 
have approved it. Since those active in both organizations, how- 
ever, favor the merger, it is believed that it will go through. 

In a bulletin signed by Ted V. Rogers, president of the 
American Highway Freight Association, and by John Blood, 
president of the Federated Truck Associations of America, it 
was stated that the national organization fight between the two 
associations “is getting neither side anywhere.” 

“What is more important,” the bulletin continued, “it is not 
doing the truck industry any good. It should be settled immedi- 
ately.” 

It was pointed out that the representatives of the two 
organizations had agreed on a “combination” code for submis- 
sion to the N. R. A, and that hearings on the code would be held 
in about two weeks. 

“Unity of national action is essential in presenting the case 
for the trucking industry at the hearing and in the much more 
important matter of administering and enforcing the code after 
it has gone into effect,’ said the bulletin, which continued in 
part as follows: 


Leaders in both organizations have conferred and believe they 
have found a fair solution that will be suitable to all interests. 
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September 23, 1933 


They recommend that the two national organizations merge and 
that a compromise organization be immediately created to include 
all the — of both, to be known as American Trucking Asso- 
jations, Inc. 
clat oitferences of opinion, which after all are not great, have been 
thoroughly discussed and such differences have been ironed out. Any 
clash of personalities which may exist has been handled by setting 
up Officers and committees including everyone now holding office in 
either organization, and by adding names to create a numerical bal- 
ance, when necessary. 

A fair method of selecting a permanent control board, to be known 
as an executive committee, has been provided in new by-laws which 
are designed to preserve the best features of the by-laws of both or- 
ganizations. mele ? 

Truck owners and their associations have shown a fine interest 
in the national problems affecting their business by attending a series 
of national meetings during the summer. Accordingly many of the 
leaders in almost every state are familiar with the organization situa- 
tion. It would not be fair to them, nor under the circumstances nec- 
essary, to ask them to attend another national convention to iron out 
the present difficulties, 

Under advice of counsel, procedure has been prepared to create a 
merger of both organizations, ratify the election of a roster of officers, 
and approve a set of by-laws by mail. 

It is the hope of those who propose this merger, and have ap- 
proved its terms, that the various truck associations who are now 
affliated with either organization, as well as those not connected 
with either, will take immediate action. 

You are strongly urged to call at once a special, emergency meet- 
ing of your board of directors to vote on the attached proposals. 

Having done so, please report your action by telegram, forward- 
ing by mail the attached form properly filled out to whichever organi- 
zation you hold membership in, to both if you belong to both, and to 
either if at present you hold membership in neither. 

Any amount paid on dues by local associations to either national 
organization will be credited as dues in the merged association. 

You may be dissatisfied with some of the personnel of the new 
organization. You may not agree with all the provisions of the new 
by-laws. Unless these are difficulties which seem insurmountable to 
you, you are urged to disregard them for the moment because of the 
pressing need for unity in the industry. Ample opportunity for re- 
vision of by-laws will exist when an annual convention is called at 
a convenient time, and a special sub-committee has been created to 
look for flaws and recommend changes. Under the method of repre- 
sentation established in the new by-laws, a fair, democratic method 
of selection of new officers exists. 

These recommendations are the result of conferences between two 
special codes committees consisting of Ted V. Rodgers, C. S. Rey- 
nolds and Counsel E. S. Brashears for the American Highway Freight 
Association and Col. C. O. Sherrill, F. C. Schmidt and Roy B. Thomp- 
son for the Federated Truck Associations of America. 

They have also been approved, in respect to their general terms, 
by the central committee of the American Highway Freight Associa- 
tion at a meeting in Washington on September 18, and by the execu- 
tive committee of the Federated Truck Associations of America 
through telephone and telegraph communications with its Washing- 
ton office on the same date. 


Under the merger plan Mr. Rodgers will be president and 
Mr. Blood, first vice-president, of the new organization. The 
following were named second, third and fourth vice-presidents, 
respectively: C. S. Reynolds, Tacoma, Wash., Frank C. Schmidt, 
Toledo, O., and E. Foster Moreton, Detroit, Mich. Additional 
vice-presidents named were: John E. Winchester, Newark, N. J., 
Sydney J. Allen, Tampa, Fla., J. H. Alphin, Eldorado, Kan., Hugh 
E. Sheridan, New York, N. Y., Chester G. Moore, Chicago, IIl., 
Robert A. Anderson, St. Louis, Mo., T. D. Pratt, New York, 
and Percy F. Arnold, Providence, R. I. 

Walter W. Belson, of Milwaukee, Wis., was designated 
secretary and Robert K. Carter, of Richmond, Va., treasurer. 

The by-laws of the new organization provide that the mem- 
bership shall be composed of operators of freight vehicles 
(motor vehicles, teams and drays), who have registered with 
some one of the several affiliated associations, each member 
exercising the right of franchise through such association in 
the manner determined by such association for the election of 
its representatives to the state organization, meeting or con- 
vention. 

The officers of the new organization are to serve until the 
first annual convention to be called at the discretion of the 
central committee of the association. Mr. Rodgers is chairman 
of the central committee. Other committee heads follow: 
Finance, A. D. Aldrich, Philadelphia, Pa.; by-laws committee, 
William Fitzpatrick, Detroit, Mich.; legal advisory committee, 
Mr. Blood; and membership and credentials committee, C. F. 
Weilbacher, St. Louis, Mo. 


MOTOR BUS MEETING 


So-called codes of fair competition required under the 
N. R. A. were viewed as both a promise of betier times and a 
threat of catastrophe for the business of transporting people over 
the highways, at the seventh annual meeting of the National 
Association of Motor Bus Operators, in Chicago, September 21 
and 22. Approximately five hundred representatives of the far 
flung network of bus services of the country were in attendance 
at the meeting, the first day of which was mainly occupied with 
consideration of the new economics emanating from Washington. 

Discussion at the afternoon session was under the heading: 
“The Code of Fair Competition for the Motor Bus Industry.” 
This followed a luncheon at which Colonel A. A, Barber, manager 
of the transportation and communication department, United 
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States Chamber of Commerce, spoke in general terms on trans- 
portation codes under consideration for the various transporta- 
tion agencies. Hope for stabilization of highway passenger fares 
under the bus code, on which hearings have been held in Wash- 
ington but which is still awaiting approval of the N. R. A. admin- 
istration, has been somewhat dimmed by the unwillingness of 
government officials to approve a schedule of minimum rates 
applicable between the principal cities of the country. How- 
ever, as explained by speakers at the meeting, some relief from 
the rate chaos from which the industry is suffering is expected 
to result from adoption of the code. Among other things, it pro- 
vides for filing of tariffs with the code authority, and the code 
includes a stipulation that the published rates will be observed. 
That, in the opinion of many, will bring about far more rate 
stability than the industry has enjoyed, through the operation of 
code penalties in the event of failures to comply. 

As an offset to such benefits, higher costs of operation are 
expected to result and considerable apprehension was expressed 
as to rail competition. The fact that railroads are not to be 
placed under a code was repeatedly emphasized by speakers. 

What may be regarded as a representative view was pre- 
sented by A. M. Hill, president of the Association, in remarks at 
the close of the afternoon session the first day. He started out 
by asserting that the codes were primarily labor provisions and, 
as such, would materially increase costs for the bus operator. 

“We are going along with this great economic experiment,” 
he said. ‘Whether we believe in it or not we are cooperating 
with the government in an effort to raise wages, increase pur- 
chasing power, and thus bring about a return of prosperity, Our 
problem is that we are up against an adversary (the railroads) 
that can do just as it pleases, has no responsibility under the 
code, and can reduce rates below compensatory levels if it so 
chooses, having another source of revenue in freight traffic to fall 
back on to make up passenger deficits, and with the govern- 
ment acting as its banker.” 

Ivan Bowen, general counsel, Greyhound Lines, analyzed the 
code situation “From the Legal Standpoint”; R. T. Whiting, 
Washington Motor Coach Company, from “The Standpoint of 
Industry,” and E. F. Zelle, from “The Bus Operators’ Stand- 
point.” 

At the second day of the meeting discussion was scheduled 
to be held under the heading “State and National Legislation— 
Experience of the Past and Plans for the Future,” and Roy F. 
Britton, director of the National Highway Users’ Conference was 
to speak at a luncheon. 


TRUCK AGAINST EXPRESS 


The Traffic World Washington Bureau 


Hearing was begun by Examiner Taylor on September 20, 
in No. 25812, American Highway Freight Association, Inc., vs. 
Railway Express Agency, Inc., and No. 25853, Same vs. South- 
eastern Express Co., Mobile & Ohio and other members of the 
Southern Railway system. 


In the first mentioned complaint the truck association ques- 
tions the legality of the over the road service maintained by 
the Railway Express Agency in parts of Illinois, Indiana and 
Wisconsin by means of Railway Express Motor Transport, a 
separate corporation, the stock of which is owned by the Rail- 
way Express Agency, the two corporations having common 
officers and the same employes, except drivers who operate 
tractor and trailer trains over the highways in competition 
with trucks. The rates of the transport agency are intended 
to be competitive with those made by the highway truck 
operators, 

In the second complaint the truck association alleges that 
the rates made by the express company on merchandise rated 
less than-carload, fourth class and higher in the freight classi- 
fication, the same as the less-than-carload freight rates but 
without the surchargé, are unreasonable, unduly prejudicial and 
in violation of section 6 of the interstate commerce act. 

At the outset of the hearing it was admitted that the 
two complaints really constituted law cases rather than rate 
complaints. The express companies, before the hearing was set, 
moved to dismiss them but the Commission overruled the 
motions. They were renewed at the hearing by the express 
companies. 

C. 8. Reynolds, vice-president of the American Highway 
Freight Association, for record purposes described the truck 
association. Then George S. Lee, vice-president in charge of 
traffic of the Railway Express Agency, Inc., and also. vice- 
president of the Railway Express Agency Motor.Transport, as 
a witness for the complainant, but appearing without subpoena, 
described the organization and operation of the motor trans- 
port adjunct to the express agency that was created to com- 
pete with the truck operators. The pick-up and delivery serv- 
ice for the motor transport, according to A. C. White, general 
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manager, in Chicago, of the Railway Express Agency and the 
motor transport, said that the pick-up and delivery service for 
the motor transport was performed by the vehicles of the 
express agency but that the line-haul between terminals was 
performed by drivers employed by the motor transport organi- 
zation. 

Mr. Reynolds was a witness in the complaint against the 
Southeastern Express Co, and the southern railroads over which 
it operates in furnishing expres sservice, including pick-up and 
delivery on merchandise rated fourth class and higher on less- 
than-carload freight rates, less the surcharges. Other witnesses 
on the first day for the service performed by that company were 
E. R. Oliver, vice-president in charge of traffic of the Southern 
Railway; Joseph E. Skaggs, president of the Southeastern Ex- 
press Co.; C. B. Williams, traffic manager of the express com- 
pany; W. G. Burnett, of the Lynchburg, Va., Chamber of Com- 
merce, and Thomas J. Burke, commissioner of the Charleston 
County, S. C., Traffic Bureau. Their testimony was in favor 
of the continuance of the service, Messrs. Burnett and Burke 
saying that it was of advantage to shippers. The railroad and 
express company witnesses said that by means of it traffic 
that had gone to highway trucks had been regained for the 
rails. One exhibit submitted by Mr. Williams showed that the 
revenue for the express company had been increased from 
$27,192 in September, 1932, to $130,756 in June, 1933, the maxi- 
mum. In August the revenue was $116,822. 

Statistical data were put in on the second day of the hear- 
ing by J. E. O’Keefe, an express operating man. Testimony in 
favor of a continuance of the service was given by E. L. Hart 
of the Atlanta Freight Bureau, and C. L. Denk, Jr., traffic man- 
ager for the Fulton Bag & Cotton Mills of Atlanta. The latter 
assented to the proposition laid down on cross examination, that 
he preferred the rail express service when the rates were about 
the same as by truck, on account of, among other things, the 
responsibility of the express company. 

Others who testified or, because they were practitioners, 
made statements, were A. H. Lathrop, representing the Enka 
Corporation; L. O. Kimberly, representing cotton manufacturers; 
F. C. Hillyer, who spoke for interveners, in behalf of the con- 
tinuance of the service; C. W. Strickland, for the Proximity 
Manufacturing Co.; H. E. Manghum, representing Virginia inter- 
ests; and C. E. Cotterill, representing the complaining truck 
association. 


A. H. F. A. MEMBERSHIP 


A proposal has been made that the constitution of the 
American Highway Freight Association, Inc., be amended so as 
to provide, in addition to the present for-hire membership, that 
other types of operators of motor vehicles, teams and drays 
may, by the action of an affiliated association of which they 
are members, become affiliated members of the A. H. F, A. 
Another amendment, to be acted upon at the next meeting of 
the directors is as follows: 


There is hereby etsablished, for participation in the code, its 
administration and in the other affairs of particular interest to such 
class of members, a division of this association for the commercial 
hauler not for hire, independent in its actions and functions with 
respect to matters concerning only such class, but participating 
through this association in matters common to such class of mem- 
bers and those members engaged in the operation of motor vehicles, 
teams and drays for hire. Such division shall function through a 
board elected one from each state by the affiliated members of this 
association who operate motor vehicles, teams or drays, in their own 
business not for hire. Such board shall, for consideration of prob- 
lems common to its class and the operator of motor vehicles, teams 
and drays for hire, meet coincident with and shall operate in col- 
laboration with the National Board of Directors. Its members shall 
each hold office for a period of one year or until his successor is 
elected and qualified. 


Another amendment proposes an increase in the number of 
vice-presidents from three to such number as may be chosen 
not to exceed one for each region. Another proposal is to in- 
crease the number of directors from one to two for each state 
providing that in states where there are more than one asso- 
ciation affiliated with the A. H. F. A. such associations shall 
determine among themselves the matter of choosing such di- 
rectors so that they may best represent the different classes 
and divisions of the industry and provided further that in any 
state containing a city whose metropolitan area contains a 
population of 500,000 or more one of such directors shall be an 
operator whose business is done chiefly in such metropolitan 
area. Another amendment proposes the creation of an exec- 
utive committee with the power to act between meetings of 
the board of directors, but subject to the board’s control. 


MINIMUM TRUCK RATES 
A protest against proposed code provisions fixing minimum 
trucking hours and rates has been sent to Recovery Administra- 
tor Johnson. by the American Farm Bureau Federation of the 
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National Grange, and the Farmers Union, according to a state. 
ment by the National Highway Users Conference, They have 
asked permission to be heard when the truck code comes up 
for public hearing. They point out that the trucking require. 
ments of agriculture are seasonal and that the limitation as to 
hours of labor by truckers hauling agricultural products should 
be flexible and should depend entirely on the necessities of the 
situation. The protestants remind the administrator that, tak. 
ing pre-war prices as 100, the index number of farm prices 
this year has been low as 49 whereas on that basis rail freight 
rates stood at 155. They insist that the cost of rail transporta.- 
tion for the farmers is so high in proportion to the value of farm 
products that nothing should be done to take away the economy 
of motor transportation. 

The farm organizations oppose minimum truck rates fixed on 
for-hire trucking by means of the codes before the recovery 
administration. They argue that the railroads have been advo. 
cating minimum truck rates so as to eliminate competition in 
transportation which they contend has helped the farmers. 

The National Highway Users Conference asserts that the 
St. Clair Madison County Coal Operators’ Association of Belle- 
ville, Ill., has filed objection to the bituminous coal code pro- 
posal for a committee to investigate and file recommendations 
on the subject of unregulated trucking of coal. The Madison 
county operators are users of trucks for transporting coal from 
mines having no rail connection. 


ILLINOIS MOTOR TRANSPORT REGULATION 


“In view of the action taken by the Illinois Commerce Com- 
mission in circulating a proposed truck and bus regulatory 
bill, it becomes necessary for us to have a bill prepared which 
will include fair regulation,” says an announcement of the 
Illinois Highway Users’ Conference. A meeting of interested 
parties has been called for September 25, in the Stevens Hotel, 
Chicago. If possible, it is stated, the Highway Users’ Confer- 
ence will present its bill to the special session of the state 
legislature convening October 3. 

A code for truck transportation within Illinois will also be 
considered at the meeting. “It seems wise that we kill two 
birds with one stone,’ says a supplementary announcement, 
following that calling the meeting for consideration of a high- 
way regulatory biftl. 


MOTOR TRANSPORT INSURANCE 


A plan that is expected to change the present methods of 
insuring motor truck shipments against theft or damage in 
larger cities has been developed by the Chicago Association of 
Commerce. The new system is an answer by the larger ship- 
pers of Chicago to the decision announced by the Inland Ma- 
rine Underwriters’ Association last July, which many shippers 
claim has made it impossible for them to determine whether the 
trucking companies carrying their wares have any insurance or 
in any other way to ascertain the financial responsibility of 
their motor carriers. 

Under the new plan, a special committee appointed by the 
Chicago Association of Commerce will investigate the financial 
responsibility, the character of service rendered, and the kind 
of insurance protection carried by any motor truck company 
now a member or desiring to become a member of the Chicago 
Association of Commerce. On approval by this committee, the 
trucking company will become a member of the Association 
of Commerce and, through a contingent cargo insurance policy, 
the association will protect the shippers against any loss or 
damage to cargo carried by these trucking companies. The 
committee will further provide for rules and regulations for 
the operation of motor trucking companies, make suggestions 
and investigations which it is hoped will be helpful in improv- 
ing the present method of motor truck operation. 

Before July the general practice had ‘been for trucking 
companies to have riders attached to their policies for the 
benefit of the shippers using them. This furnished the shipper 
with evidence that the trucking company was carrying proper 
insurance that would protect the goods of the shippers while in 
the hands of the trucking company. 

After the order of the Inland Marine Underwriters’ Asso- 
ciation became effective there was no means by which the ship- 
per could determine the extent of the trucking company’s re- 
sponsibility without a detailed investigation and continuous 
checking of each trucking company they desired to use. It was 
suggested that the Chicago Association of Commerce attempt 
to provide some means by which the shipper would be ad- 
equately protected without the necessity of making independent 
investigation or carrying individual insurance. To arrange this 
character of protection, the Chicago Association of Commerce 
set up a committee consisting of shippers, representatives of 
trucking companies, and the insurance companies. This com- 
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mittee has promulgated the new plan which the association 
feels will afford adequate protection to the shipping members 
of the association, will be helpful to the trucking companies, 
and prove beneficial to insurance companies and other trans- 
portation agencies. 

Officers of the Chicago Association of Commerce, discuss- 
ing the plan, express the opinion that at the present time 
many motor trucking companies have no idea of the cost of their 
operation and that their only concern is to get business, re- 
gardless of cost. This practice, they maintain, has been harm- 
ful to the trucking industry, the railroads and the shippers. It 
has resulted in a condition where, while low rates have been 
quoted, as long as no loss, damage, or delay was encountered, 
trucking companies, operating on a thin margin of profit, were 
forced out of business at the first sign of adversity. In prac- 
tically every such instance the shipper had no recourse for his 
loss, damage, and c. o. d. accounts. 

The plan is expected to eliminate much of the duplicated 
effort necessary from individual shippers and trucking com- 
panes where each shipper had to conduct his own individual 
investigation and place his own insurance protection. 

The old method under which individual insurance had to 
be placed on each shipment is also said to have encouraged the 
use of trucking companies without thorough investigation and 
to have forced continued demands for refunds and rebates in 
order to compensate the shippers for insurance. Such prac- 
tices, it is declared, resulted in gross discrimination between 
shippers and aggravated the rate cutting tendencies of certain 
carriers. 

The periodical committee meetings planned by the Chicago 
Association of Commerce under the new arrangement are ex- 
pected to furnish a medium for free interchange of views among 
shippers, trucking companies and insurance companies for the 
benefit of all concerned. 


TEXAS BUS FIGURES 


Operators of motor busses in Texas reported losses in 1932 
totaling $236,586, according to figures compiled by the motor 
transport division of the state railroad commission. This loss 
compares with $294,865 for 1931; a loss of $762,495 for 1930; 
a profit of $192,547 in 1929, and a profit of $1,195,453 for 1928. 
To the operating losses should be added an interest charge on 
the value of the property used in the service. This was reported 
to be $12,140,294 for 1932. 

Passenger revenues are shown to have declined from $6,- 
132,730 in 1930 to $4,671,078 in 1931 and to $3,207,162 in 1932, 
or almost 50 per cent in three years. On the last day of De- 
cember, 1930, there were 176 operators with 860 busses and on 
the last day of December, 1932, there were 150 operators with 
723 busses. The number of bus-milegs operated decreased from 
41,250,123 in 1930 to 29,231,708 in 1932, or about 29 per cent, 
while the number of passengers transported declined from 4,- 
540,123 in 1930 to 2,403,923 in 1932, or more than 47 per cent. 


TEXAS TRUCK FIGURES - 


The law limiting the load weight of motor trucks to 7,000 
pounds brought about a large reduction in the number of trucks 
in operation in Texas in 1932, the first year of its operation, 
according to figures compiled by the motor transport division 
of the state railroad commission. At the end of the last full 
calendar year preceding the enactment, 1930, there were 453 
common carrier operators; at the end of 1932, the first full 
calendar year following the enactment, there were 384. At 
the end of 1930, there were 1,500 common carrier trucks in 
operation; at the end of 1932, there were 971. In 1930 many 
operators availed themselves of the privilege then given of 
operating as contract carriers when they could find nothing to 
haul as common carriers, whereas now carriers must be one 
or the other kind exclusively. 

In addition to these common carriers, there were 134 con- 
tract and 654 special commodity carriers under license last 
year. Special commodity carriers are so named because they 
engage in transporting commodities, requiring special equip- 
ment, such as live stock, household goods, wool, milk and 
timber. They operated 5,452,541 miles in 1932 and carried 
190,782,009 pounds of freight. Their total receipts were placed 
at $1,047,923 and their expenses at $1,016,558. 

In 1930, the common carrier motor trucks moved 450,537 
tons of freight; in 1931, 386,208 tons, and last year, 335,542 
tons, a decline for the three-year period of almost exactly 25 
per cent. But whereas the tonnage decreased by 25 per cent, 
the total miles operated decreased only about 5 per cent, or 
from 26,910,088 in 1930 to 25,559,274 in 1932. The average 
distance traveled per ton of freight increased from 59.7 miles 
in 1930 to 76.1 miles in 1932. There was a reduction in the 


revenue per truck mile from .17437 in 1930 to .14443 in 1932. 
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Notwithstanding a decline in the rate-level, the revenue of 
common carrier operators increased from $10.41498 a ton in 
1930 to $10.54776 in 1931 and to $10.99523 in 1932. For this 
higher revenue from lower rates, the explanation is offered that 
there was probably an increase in the average length of haul 
and an increase in the proportion of high-class freight. 

Gross operating revenues decreased from $4,817,764 in 1930 
to $4,181,787 (13.20 per cent) in 1931 and to $3,689,364 (11.77 
per cent) in 1932, making the decline for the three-year period 
equivalent to 23 per cent. Operating expenses were reduced 
from $4,408,075 in 1930 to $3,847,335 (12.67 per cent) in 1931 
and to $3,546,467 (7.86 per cent) in 1932, making the reduc- 
tion for the three years equivalent to 19.5 per cent, or about 
4 per cent less than the rate reduction in operating revenues. 

In all three years operating income exceeded operating ex- 
penses; by $409,685 in 1930, by $332,452 in 1931, and by $142,897 
in 1932, the equivalent of 60 per cent for three years. For 
1932, common carrier operators reported investments, exclusive 
of franchise values, aggregating $2,478,904. Of that amount the 
net operating income for the year was only a little more than 
one-half of 1 per cent, after a depreciation charge of $348,280, or 
about 14 per cent of the capital investment. 

The motor transportation industry of Texas pays a prop- 
erty tax, a tax on gasoline, and license fees. As shown in their 
annual reports, the “total taxation” paid by common carrier 
truck operators was $257,695 in 1931 and $256,194 in 1932, or 
$513,889 for the two years. In the same two years the bus 
operators reported having paid $678,132. Thus, the “aggregate 
of taxation” paid by these two classes of carriers for the two 
years was $1,192,021. In these two years, according to the 
reports of the state comptroller, the property taxes of the rail- 
road for both years amounted to $10,052,697, exclusive of inde- 
pendent school district taxes. 


GRADE CROSSING ACCIDENTS 


Reports for the first six months in 1933, compared with the 
same period last year, according to the safety section of the 
American Railway Association, showed reductions, not only in 
the number of accidents at railroad highway grade crossings, 
but also in the number of casualties therefrom. For June, a 
reduction, compared with the same month last year, was shown 
in the number of fatalities but increases were reported in the 
number of accidents and in the number of injured resulting 
from such accidents. 

Accidents at railroad highway grade crossings totaled 1,371 
for the first six months in 1933, a reduction of 326 compared 
with the same period in 1932. Fatalities resulting from such 
accidents totaled 645 in the first six months of 1933, a reduc- 
tion of 106 compared with the same period in 1932, while 
persons injured in that period in 1933 totaled 1,481, a reduc- 
tion of 392 compared with the year before. 

For June alone, there were 216 accidents at railroad high- 
Way grade crossings, an increase of 15 compared with June, 
1932, while 104 fatalities were reported as caused by these 
accidents, a reduction of 12 compared with the number for 
June, 1932. Persons injured in railroad highway grade cross- 
ing accidents in June, 1933, totaled 228, compared with 199 in 
the same month the preceding year. 


RAIL ACCIDENTS IN 1932 


According to a summary and analysis of accidents on 
steam railways in the United States subpect to the interstate 
commerce act, prepared by the Commission’s bureau of statis- 
tics, accident bulletin No. 101, the total number of persons killed 
in all classes of steam railway accidents declined from 5.099 in 
1931 to 4,747 in 1932. The corresponding number in 1930 was 
5,481, and in 1929, 6,496. The decline from 1931 to 1932 was 
for some groups less than in proportion to the falling off 
in operations. The number of employes on duty killed was 
557 in 1932 compared with 644 in 1931. Per billion man-hours 
the employe fatality rate rose from 212 in 1931 to 233 in 1932, 
but this was still an improvement over the rate for 1930 and 
preceding years. 

The number of trespassers killed in train and train serv- 
ice accidents in 1932 was 2,435 compared with 2,334 in 1931, 
an increase of 101 or 4.33 per cent. Per million locomotive- 
miles the trespasser fatalities increased from 1.78 in 1931 to 
2.26 in 1932. This rate for 1932 was 61.43 per cent greater than 
for 1925. 

The number of fatalities to passengers on trains and trav- 
elers not on trains together declined from 41 in 1931 to 28 in 
1932, or 31.71 per cent, which was relatively a much greater 
decrease than the decrease in the number of passenger-miles, 
1932 under 1931. 

The number of persons killed in highway grade crossing 
accidents was 1,525 in 1932, the fourth successive annual de- 
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cline since 1928, when the number was 2,568. That was believed 
to reflect in part the decline both in the number of locomotive- 
miles and in the use of the highways. 

The decline in the number of amputations and fractures 
suffered by employes on duty was 12.87 per cent, 1932 under 
1931, and not far from the per cent of decline in train and train 
service fatalities, which was 11.89 per cent. 


GREAT LAKES ADVISORY BOARD 


Carloadings in the territory of the Great Lakes Shippers’ 
Advisory Board will be estimated by commodity committee 
chairman at the thirty-sixth regular meeting of that organiza- 
tion in the Hotel Statler, Detroit, September 27, and railroad 
representatives will report on condition of equipment and simi- 
lar matters. W. J. McGarry, car service division, American 
Railway Association, Washington, D. C., will report on general 
transportation conditions, and conditions local to the board will 
be discussed by J. J. Hayden, district manager. 


SOUTHWEST ADVISORY BOARD 


The thirty-fourth regular meeting of the Southwest Ship- 
pers’ Advisory Board will be held at Dallas, September 28, in the 
Baker Hotel. Commodity committees will outline economic con- 
ditions of industries and make forecasts of business and trans- 
portation necessities for the fourth quarter of the year; railroad 
representatives will report on condition of equipment, improve- 
ments, etc.; general transportation conditions will be reviewed 
by L. M. Betts, car service division, American Railway Associa- 
tion, Washington, D. C., and conditions local to the board will 
be reported by R. W. Edwards, district manager. 

Victor H. Schoffelmayer, agricultural editor, Dallas Morn- 
ing News, will address the meeting on “Agricultural Relief in 
the Southwest—What It Means.” J. Ben Critz, general man- 
ager, Dallas Chamber of Commerce, will speak on “The Princi- 
ples and Purposes of the NRA.” 

Other subjects of general interest to the shipping public, 
such as highway and water transportation, will be discussed. 
General Chairman Cecil E. Munn, president, Enid Terminal 
Elevator, will preside. 


SOUTHEAST ADVISORY BOARD 


Basic industries in the territory of the Southeast Shippers’ 
Advisory Board anticipate an aggregate increase of 12 per cent 
in carloadings in the fourth quarter of this year over corre- 
sponding period of 1932, according to reports presented to the 
fortieth regular meeting of that organization, in Atlanta, Sep- 
tember 21. : 

Increases of 5 per cent were predicted by the cement, pe- 
troleum and products, pulp, paper and products, and grain and 
grain products industries. 

Shipments of cotton, cotton seed and products, lumber and 
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forest products, miscellaneous commodities and naval stores 
will, it was indicated, exceed those of last year by at least 10 per 
cent. 

Increased industrial activity will result in a 20 per cent 
heavier movement of coal and coke; the brick and clay products 
people estimated a 30 per cent increase; sugar, 27 per cent, and the 
furniture manufacturers anticipated a 50 per cent increase in 
their shipments. 

Production within all industries is finding stimulation under 
N. R. A. activities; markets-:are strengthening, and distribution 
is running greater than in 1932, according to various spokesmen, 

Reports presented by the railroads serving the territory 
revealed that adequate transportation facilities will be avail- 
able, as needed, to protect the increased carloadings forecast. 
The general transportation situation was outlined by W. C. 
Kendall, chairman, car service division, American Railway Asso- 
ciation, Washington, D. C., while W. C. Griffin, district manager, 
American Railway Association, Birmnigham, outlined transpor- 
tation performance within the territory. 


Approximately three hundred and fifty representatives of 
every branch of agriculture, commerce, and industry, together 
with railroad officials, were in attendance from Alabama, Florida, 
Georgia, Louisiana, Mississippi, North and South Carolina, Ten- 
nessee, and Virginia. 


ATLANTIC STATES BOARD 


What is expected to be a meeting of unusual interest will 
be held by the Atlantic States Shippers’ Advisory Board at the 
Bellevue-Stratford Hotel, Philadelphia, October 5. It will be 
the thirty-second regular meeting of the board. A number of 
special subjects are to be discussed on the floor in connection 
with the report of the executive committee, according to the 
announcement, and commodity committee chairman will report 
on anticipated carloadings for the last quarter of the year and 
the representatives of the railroads will report on condition of 
equipment. A special committee will report on freight con- 
tainer and less carload service of the railroads, and a number 
of subjects centering around loss and damage to shipments and 
payment of claims will be discussed. 

One of the features of the meeting will be the display of 
an exhibit prepared by the shipper and railroad sections of the 
freight loss and damage prevention committee showing various 
types of containers, methods of packing, preparation of goods 
for shipment and the principles involved in loading, bracing, 
and stowing of various commodities. The exhibit had its be- 
ginning with the Atlantic States board and has been displayed 
at various places over the country. 

At a luncheon to be held following the morning meeting 
Mayor J. Hampton Moore, of Philadelphia, will welcome the 
visitors to the city and C. L. Bardo, president, New York Ship- 
building Company, will give an address. 








The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 





TRANSPORTATION PROBLEM SOLUTION 
Editor The Traffic World: 

Like everyone else, I believe I have a solution of our coun- 
try’s transportation problems and, being thoroughly sold on the 
solution, am asking The Traffic World to help sell it to the trans- 
portation men who are readers of your publication. 

The idea or solution is that the railroads should consolidate 
and handle L. C. L. shipments the same as express is being han- 
dled by the Railway Express Company. Each city should have 
one L. C. L, freight station instead of from 5 to 20 for receiving 
and distributing L. C. L. freight. Free pick-up and delivery 
should be inaugurated to avoid delays and congestion, and also 
to meet and overcome competition. 

It is unnecessary to go into endless details explaining the 
merits and advantages of the above idea. Any capable traffic 
man will readily see that such a plan if installed by the railroads 
would enable them to cut their present handling costs in half 
by the elimination of intra-railroad competition; by the elimina- 
tion of the upkeep of from 5 to 20 L. C. L. freight stations in 
every city and by the elimination of 5 or 6 daily through competi- 
tive package cars moving where one would be sufficient. 


The consumer, which is the American public, pays the trans- 
portation costs from door-to-door regardless of who furnishes the 
transportation. The railroads are in a position to materially 
reduce those transportation costs by handling the entire L. C. L. 
situation on a mass production basis. 


For instance, by handling L. C. L. freight en masse, store- 
door delivery and pickup service by the railroads consolidated 
would save the public the maintenance and operating costs on a 
large quantity of trucks, due to the fact that one truck a day 
would deliver and pickup all of the L. C. L. freight to and from 
the average plant, whereas, under present conditions from 3 to 
10 truck are calling at the average plant every day. Moreover, 
a truck must make from 2 to 7 stops to distribute or pick up the 
load because of the number of freight stations involved. 


The time is now at hand when a great change in transporta- 
tion must be effected in order to save the country’s entire trans- 
portation system from hopeless chaos and ruin. The railroads 
have by now realized that they cannot beat their competition 
with corrupt legislation, politics and propaganda. They realize 
it is either act constructively now or admit defeat. 


Our President realized the situation when he secured the 
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e of the coordinator act. Let us hope that the coordinator 
will emulate Mr. Roosevelt’s spirit of acting quickly on some 
simple and feasible plan such as I think mine to be, rather than 
spend valuable time and our taxpayers’ money securing a lot of 
data that will go into the discard as so many government survey 
reports have in the past. 

By saving the L. C. L. situation the railroads will save 
themselves. There may be other plans more suitable than the 
one above for saving the situation. If there are, let’s get them 
into operation and to paying dividends. It is time to establish 
a real transportation system such as our country needs out of 
the chaos of the present conglomerate muddle. 

H. R. Miller, T. M., 
The Empire Plow Company. 
Cleveland, O., Sept. 21, 1933. 


EASTMAN ON THE SPOT 


Editor The Traffic World: 

I must voice my disagreement with A. E. H. on his article 
captioned, “Eastman on the Spot for Sure,” published on page 
415 of your September 9 issue. Mr. Eastman could not lose 
his independence or “rugged individualism” if he tried to. If 
and when he is called upon to cast the deciding vote on any 
question, it is my belief that he is going to voice his own 
opinion regardless of consequences just as he has been doing 
ever since he has been on the Commission. You cannot put 
on the “spot” a man with the courage that he has. 

Dabney T. Waring, 


New York, N. Y., Sept. 15, 1933. Traffic Consultant. 





Of course, the writer of the above communication misses 
the point of the comment to which he refers. That comment 
was more or less humorous and referred only to the impos- 
sibility now of Mr. Eastman, as a member of the Commission, 
expressing himself in a dissenting or minority opinion.—Editor 
The Traffic World. 


UNFAIR TRUCK COMPETITION 


Editor The Traffic World: 

Mr. E. R. Collins’s answer to “Unfair Truck Competition” 
in the September 16 issue of The Traffic World expresses the 
opinion of the majority of certificated truck operators, who are 
in the business to make a legitimate profit from their invested 
capital. 

I speak from experience when I say that unfair competi- 
tion developed in our own ranks long before the railroads at- 
temped to meet such competition. These so-called “chislers” 
in our ranks have never attempted to base a rate on operat- 
ing costs, because they have no conception of what costs are, 
their main idea being to get the business regardless of the 
effect it has on their own financial structure or to the truck- 
ing industry as a whole, and this condition will prevail as long 
as there is no permanent legislation to prevent such acts by 
these chislers in our own industry. 

Geo. H. Lahey, 


Toledo, Ohio, Sept. 19, 1933. Federal Express, Inc. 


RAILROAD TRADITION 


Editor The Traffic World: 

There has been considerable discussion in technical journals 
and the press about railroad tradition, the criticisms being 
warranted in the main. To quote The Traffic World, June 2, 
1932, page 7: 


We have always wondered just what a hustling business man, not 
nouns td — traditions, might do if he were selected as president 
of a railroad. 


Engineering News-Record, May 4, 1933, page 567: 


One or two men of transportation experience outside the rail- 
road organizations sitting on these boards might have the temerity 
to challenge many railroad traditions. The bill (railroad coordination) 
makes no definite provisions for injecting the leaven of new think- 
ing into the regional boards. 


Railroad development has been confined to one class of 
leadership, largely Bourbon in character, bound by tradition, 
and motivated by the idea that no one knew anything worth 
while about transportation except the routine man whose whole 
energy had been devoted to his own job, in his own particular 
territory, outside suggestions being considered impertinent. The 
traditional policy of self-sufficiency and of never change methods 
encouraged the development of competition, which competition 
has reached the vested interest stage. 

The railroads can learn much from public utilities’ methods 
of operation and development through the absorption of ability 
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and skill wherever found. Walk through the corridors of large 
office buildings and locate, if you can, consultants for railway 
engineering and construction. In contrast, office buildings in 
the larger cities house unnumbered utilities consultants and 
experts—men who let themselves out to do, plan, and super- 
vise certain technical jobs, repeating the same technique with 
other utilities. Not only does the employing utility get a good 
job done by experts, but the members of the utilities’ permanent 
staff, through this outside contact and demonstration, receive 
a schooling in technique not possible in the daily routine duties 
of their positions. Why will railway executives ignore these 
facts? Consultants are substitutes for research bureaus in 
many industries. 

Interested statisticians have figured it all out but, to the 
lay mind, enormous outlays of capital expenditures for mon- 
strous motive power and hundreds of tons weight equipment, 
with the requisite monster bridges, heavy rails, expensive 
ballasting, must be a heavy tax on the earning power of the 
roads. Operating expenses for maintenance of this monster 
equipment, heavy bridges, and solid roadway, depreciation and 
other charges on this added expensive property, and for in- 
terest on the added investment, would seem to more than 
offset what little gain accrues from the saving in transporta- 
tion expenses because of decreased man power. Frequent and 
fast service with lightweight equipment may be the saviour of 
passenger traffic revenues. Freight service should be gradually 
toned down in train content as heavy equipment and roadway 
wears down. 

Years ago, before the bugaboo of regulation stood the gaff 
and open, cut-throat competition was the rule, the official rosters 
were negligible, notwithstanding the strain of meeting this 
competition. For years railroad propaganda has represented that 
regulation has taken away most of the official responsibility. 
If (?) government has absorbed the duties of officialdom, why 
should the patrons and stockholders be assessed such enormous 
amounts in salaries to an ever-increasing staff of self-confessed 
routine officials? 

In bygone days heavy loaded, long trains of through Pull- 
mans operated between large cities and populous areas. These 
days have gone but tradition requires the operation of prac- 
tically empty, heavy weight Pullman cars between distant cen- 
ters. The effect of this policy is noticeable, when these Pull- 
mans are combined at an assembling center en route. The 
writer left Washington for the north at 8 o’clock on the morn- 
ing of Thursday, May 25, on a train labeled on the time sched- 
ule as “The President.” This train was made up of an impos- 
ing array of about a dozen Pullman cars, almost as silent as 
a graveyard so far as outward signs of life were in evidence, 
two coaches housing a score or more passengers, and a few 
more or less ornamental so-called baggage cars. The ques- 
tion comes to mind: Does the revenue from this imposing train 
between north and south warrant its warm weather operation? 


During the past few years the large industrial organiza- 
tions, with capitalizations almost wholly in stock issues, have 
shown millions of operating losses. The railroads, loaded with 
fixed charges because of a capital structure of other than stock 
issues, are loudly crying poverty. Railroad propaganda fails 
to mention that the rail carriers, as a whole, during 1932 had 
net railway operating revenues approximating 1% per cent on 
the fair value of the property used and useful in rendering 
carrier service. The borrowings from the R. F. C. were used 
mostly in helping to meet maturing securities, the railroads 
having no sinking funds to offset obsolete property. How the 
so-called industrial trusts with capital structures of stock issues 
would have welcomed a similar condition in their operations 
which would have enabled them to pay a dividend of one and 
one-half per cent. 

While railroad traditions have been licking the carriers, 
there are now bright lights shining through the clouds. New 
leaders and reconsecrated leaders, showing more than local 
vision and exercising less arbitrary methods, appear to be 
directing policies. 


Concord, N. H., Sept. 15, 1933. William W. Tirrell. 


TELEPHONE COMPANY EARNINGS 


Compilations from reports of 103 telephone companies, each 
having annual operating revenues in excess of $250,000, made 
by the Bureau of Statistics of the Commission, show aggregate 
net operating income of $15,953,629 for July as against $13,284,098 
in July last year, and of $104,426,577 for the seven months ended 
with July as against $115,279,207 for the corresponding period 
of 1932. The number of company stations in service at the 
end of July was 14,398,531, a decrease of 1,476,378 as compared 
with the number at the end of July last year. 








PAGE 520 





Questions and Answers 


N this column will be answered questions of both legal and practical 

mature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but te help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may my Oe to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subsc 


Address Questions and Answers Degoremont, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Tariff Interpretation—Specific vs. Generic Commodity Description 


Utah.—Question:—What is your opinion as to the correct 
rate to apply when there are two commodity items in the same 
tariff, both covering the same commodity? We have always held 
that carriers could apply the lower rate if so disposed; either 
is a legal rate. In fact, there is a moral obligation to protect the 
lower of the two rates, if each is a good rate and would apply 
in the absence of the other. 

We have been informed that under such circumstances the 
legal rate is the one named which more specifically describes 
the article shipped. See Chevrolet Motor Co. vs. B. & O. R. R. 
Co., 109 I. C. C. 184. Can you refer us to any cases supporting 
the view that the lower rate is applicable? 

Answer: See the Commission’s decision in docket No. 25349, 
Allen Manufacturing Co. vs. L. & N. R. R. Co. (mimeographed), 
decided March 27, 1933, which case specifically answers your 
question. Therein the Commission said: 


Complainants take the position that two rates were in effect at 
the same time, namely, specific commodity rates on moulding sand, 
and lower commodity rates applicable on sand generally without 
any qualification, and that therefore the lower rates were and are 
applicable. They rely on Chicago, I. & L. Ry. Co. vs. International 
Milling Co., 33 Fed. (2nd) 636, 43 Fed. (2d) 93, certiorari denied, 282 
U. S. 885, wherein it was held that in instances where conflicting 
rates are published the lowest charge resulting from the application 
of either of the rates is the applicable charge. The instant case 
differs from the cases relied upon and they are not controlling here. 
The question before the courts was whether the subsequently es- 
tablished rate canceled thé prior existing rates. This record shows 
that moulding sand is recognized commercially as a different com- 
modity from common sand, It is more valuable than common sand, 
which cannot be used for the same purposes as moulding sand. In 
Abendroth Bros. vs. Boston & A. R., 161 I. C. C. 730, it was found 
that, generally speaking, where a tariff contains conflicting rates 
established on the same date, the lower of the rates so published 
is the legal rate, but where an article is clearly embraced within 
two different commodity descriptions the specific commodity descrip- 
tion takes precedence over the general commodity description; and 
in Northern Oats Co. vs. Atchison, T. & S. F. Ry. Co., 181 I. C. C. 
99, it was found that where a commodity could be shipped under 
the rates named in two tariffs the rate applies under the tariff which 
more specifically describes the commodity, even though it may be 
higher than the other rate. 

Routing and Misrouting—Switching Delivery vs. Road Haul for 


Terminal Carrier 


Nebraska.—Question: 
the following matter: 


A less than carload shipment, weighing 9,000 pounds, was 
delivered to carrier A on a Dill of lading which carried the 
following notation under routing “B Railroad Delivery.” 

There are no track connections at destination, and carrier 
A routed the shipment so as to give carrier B a road haul. As 
a result of this routing, the combination of rates was assessed 
which resulted in considerably higher charges than if the ship- 
ment had been handled direct to destination by carrier A. 


Carrier A insists that they did not misroute the shipment 
as it was necessary to forward it via carrier B to comply with 
shipper’s instructions. 

Has the Interstate Commerce Commission ruled that when 
the word “delivery” is added to routing instructions the orig- 
inating carrier has no legal obligation to favor the line as being 
marked as “delivering carrier” with a road haul? Also that 
the originating line is not obligated to determine for shippers 
whether or not the delivery requested on the bill of lading can 
be accomplished after arrival of the shipment at destination? 

Answer: Where the term “delivery” is used in connection 
with the terminal carrier specified in a bill of lading, it is the 
duty of the initial carrier to forward the shipment via the 
route affording the shipper the cheapest rate. If the cheapest 
rate applies via a route which gives the terminal carrier a line 
haul the shipment must be forwarded via that route. If, how- 
ever, the cheapest rate applies via a route which gives the 


I would appreciate your opinion in 
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terminal carrier a switch movement, the shipment must hg. 
forwarded via that route. Kanotex Refining Co. vs. A. T. ¢ 


S..%. R. R. ‘Go, 116 £- Q-G, 4. 
desired, the term “switch delivery” or a term of similar impor 
should, in our opinion, be used, for the reason that if only the 
term “delivery” is used, the initial carrier would be warranted 
in giving the terminal carrier a road haul, in the event that 
a cheaper rate applied via such route than via a route giving 
the terminal carrier a switch movement only. 

If the name of the terminal carrier only is used in the 
routing instructions, that line is entitled to a line-haul move. 
ment under the Commission’s decision in Fechheimer Iron & 
Steel Co. vs. P. R. Co., 51 I. C. C. 103. 


Reparation—Joint and Several Liability of Carriers 


Illinois —Question: On page 394 of your issue of September 
2, under the above caption, you seem to hold that all carriers, 
regardless of the kind of rate involved, are jointly and severally 
liable for reparation. 

I am of the view that there is only a joint liaiblity for 
reparation where joint through rates are involved. Seée the 
case of L. & N. vs. Sloss-Sheffield Steel & Iron Co., 46 Sup. Ct. 
Rep. 73, at page 78, where it was held: 


The cause of action sued on is of statutory origin. It rests 
primarily upon section 8 (Comp. St. Par 8572), which declares that 
if ‘any common carrier * * * shall do, cause to be done, or per- 
mit to be done any act, matter, or thing in this act prohibited 
or declared to be unlawful * * * such common carrier shall be liable 
* * * for the full amount of damages sustained in consequence of any 
such violation of the provisions of this act.’ * * * The Commission 
held early, and has consistently held since, that carriers who by 
means of a joint through rate make excessive charges are liable 
jointly and severally for all damages sustained. It is true that par- 
ticipation in joint rates does not make connecting carriers partners 
and that each does not become liable like a partner for every tort 
of any of the others engaged in the common enterprise. Central 
R. R. Co. vs. United States, 257 U. S. 247, 259, 42 S. Ct. 80, 66 L. 
Ed. 217. Each connecting carrier is liable only for its own act. 
But the establishment of a joint rate by the concurrence of con- 
necting carriers is necessarily the act of each, because the estab- 
lishment of the rate is done by their joint agreement. 


Answer: If the complaint to which reference is made in the 
inquiry to which you refer involves the local rates of the line 
which has been abandoned and likewise the local rates of the 
carrier in receivership, as to such rates the findings of the 
Commission in the cases cited in our answer are not applicable, 
and recovery must be had, if at all, against those carriers in- 
dividually. 

However, inasmuch as the inquiry asks whether the initial 
carrier can be required to pay in full, we assumed that the 
complaint involved joint rates in which those carriers partici- 
pated. 


Tariff Interpretation—Application of Commodity Rate on 
Castings 


Wisconsin.—Question: Referring to your answer, under the 
above caption, on page 393 of your September 2 issue, we are 
able to follow you to your conclusions, until we reach the last 
paragraph. You state, “Castings for Crushers are, in our opin- 
ion, specifically provided for in the Official Classification, in 
Items 2 and 3, page 357.” 

Referring to these items, wish to advise that they do not 
specifically cover castings. Do you mean to say castings for 
crushers, in your opinion, are not specifically provided for in 
the classification? We ask this question for the reason that 
you conclude with the statement that you believe the casting 
commodity rate is applicable thereon. In a nut shell, if cast- 
ings were specifically provided for in the classification, then 
the casting commodity rate would not be applicable. 

Answer: The word “applicable” in the last line of the last 
paragraph should read “inapplicable,” the first syllable having 
been omitted by the printer. 

Our opinion is that the commodity rate is not applicable 
on castings for crushers, as they are specifically provided for 
in the classification under the ratings for crusher parts, N. O. 
i. BM, 


Routing and Misrouting—Rate in Amount of Prepayment Shown 
in Bill of Lading Equivalent to Routing Instructions 


Minnesota.—Question: In reference to Arkansas’ question 
on page 277, Aug. 12, 1933, wish to advise that I have a case 
where bill of lading carries no routing but same carries weight, 
rate, and the freight charges extended out, which rate is 
applicable via a certain junction while there is another route via 
another junction which is a lower rate. Therefore, I contend 
that shipments have been misrouted by railway company as they 
did not use the cheapest route, regardless of the fact that 
shipper had shown the rate and freight charges on the prepaid 
bill of lading for the purpose of prepaying shipments and they 
were of the opinion that this was the cheapest rate. 
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Will you kindly advise me whether or not these shipments 
were misrouted by the railway company and also whether or 
not there are any decisions on this particular point further 
than your answer to Arkansas. 

Answer: The Commission has held that where a bill of 
lading does not contain routing instructions but a rate is in- 
serted therein which applies via a certain route, the specifica- 
tion of the rate is equivalent to specifying routing via the 
route over which the rate applies. Highland Iron & Steel Co. 
vs. E. & I. R. R. Co., 57 I. C. C. 549; Cayuga Operating Co. 
vs. Director General, 74 I. C. C. 676. 

In your case, there was, in our opinion, no misrouting on 
the part of the carrier in forwarding the shipment via the 
route over which the rate shown in the bill of lading applied, 
the carrier in effect having followed your routing instructions. 
Had you in addition to showing the rate, weight and the ex- 
tension of freight charges, shown a route over which the rate 
you placed in the bill of lading did not apply, there would have 
been a conflict between the rate and the route, in which event 
it would have been the duty of the carrier, under the decisions 
of the Commission, to ascertain from the shipper whether he 
desired to forward the shipment via the route over which the 
rate shown in the bill of lading applied, or via the route shown 
in the bill of lading. See Altitude Petroleum Co. vs. F. W. & D. 
C.K. Co. 118 f.:C.. €. 872. 


Tariff Interpretation—Application of Rule 34 of Classification in 
Connection With Rule 10 of Classification 


District of Columbia.—Question: A shipment consisted of 
2 caissons, gun, N. O. I. B. N., loose, weight 2,950 pounds; 2 
cannon, N. O. I. B. N., diameter of bore under 6 in., but not 
less than 1 in., mounted on wheels, loose, weight 5,314 pounds; 
5 boxes, parts for cannon, weight 440 pounds; 2 crates, parts 
for cannon, Weight 290 pounds; and 2 reels of wire, brass, in- 
sulated, weight 160 pounds. 

This shipment moved in Official Classification territory and 
was rated under Section 4, Rule 10 of the Consolidated Classifi- 
cation, Which was applicable. All of the articles were classified 
second class in carloads with a minimum weight of 10,000 
pounds, with the exception of the 2 reels of wire which were 
classified 4th class in carloads, minimum weight 30,000 pounds, 
and 3rd class less than carloads. The total weight of the 
shipment was 9,154 pounds; but, due to the bulk of the caissons 
and the cannon, a 36-ft. car would not accommodate same, and 
a 40-foot car was ordered by the shipper with the expectation 
of making settlement of the freight charges on the minimum 
weight for the extra length car. 

In accordance with Rule 34 of the Classification, the charges 
were settled on 8,994 pounds, the weight of all the articles rated 
2nd class in carloads, as 11,200 pounds, the minimum weight 
specified under Rule 34 for 40-foot cars, the balance of the 
shipment, the 160 pounds of wire, being rated at its less car- 
load rate, 3rd class. 

The above mentioned settlement has been disputed, it be- 
ing contended that articles rated under Rule 10 have no ap- 
plication to Rule 34; or, in other words, Rule 10 and Rule 34 
cannot be applied concurrently. The contended basis of settle- 
ment is on the classification minimum weight of 10,000 pounds 
without the application of Rule 34 to the extra length car, at 
the second class rate plus the charges on the less than carload 
shipment of the wire. 

In view of the fact that an extra size car was ordered be- 
cause the bulk of the shipment would not permit loading on 
or in a 36-foot car, and the fact that there is nothing in the 
Classification Rules to prohibit the application of Rulé 34 to a 
mixed carload shipment rated under Section 4 of Rule 10, will 
you please advise your views as to the current basis of settle- 
ment in this case, and cite any decisions or rulings by the 
Interstate Commerce Commission governing similar cases. 

Answer: The fact that charges on a mixed carload ship- 
ment are computed in accordance with the provisions of Rule 
10 of the Classification, Section 4 thereof, does not make in- 
applicable the provisions of Sections 1 and 6 of Rule 34 of 
the Classification thereto, and therefore the shipment would 
be subject to the carload rate at the minimum for a 40 ft. 
car on the articles other than wire, and the L. C. L. rate at 
actual weight on the wire if lower than charges based on the 
second class rate on the entire weight of the shipment. See 
Globe Machine & Stamping Co. vs. N. Y. C. R. R. Co., 139 I. C. C. 
357, and Bryant Paving Co. vs. C. B. & Q. R. R. Co., 153 I. C. C. 
799. In the latter case the Commission said: 


The applicable charges on continuous through shipments from 
Waterloo to Readland over the route of movement were those at 
the class A rate of $1.09 on contractors’ outfits, minimum 24,00¢ 
, pounds, subject to rule 34, which provides a weight of 26,880 pounds 
for the size of car used, and at the double first class rate of $4.08 
on the truck subject to a minimum charge of 4,000 pounds at the 
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first class rate of $2.04. Complainant contends that the latter rates 
were applicable, plus a diversion charge of $2.25. * * * ? 

Rule 10 of the governing classification provides in substance that 
mixed carloads shall be charged the highest rate and be subject 
to the highest minimum weight provided for straight carloads of 
any article in the mixture, provided, however, that if lower aggre. 
gate charges result by technically excluding any of the articles 
from tthe mixture and applying on them their less-than-carloaq 
rates, collection must be made on that basis. Accordingly, the lowest 
applicable aggregate charges from Waterloo to Dermott were those 
at the class A rate of $1.045 on the outfit, minimum 26,880, and at 
the double first class rate of $4.08 on the weight of the truck, which 
results in the same charges on the truck as those based on the 
minimum charge computed at the first class rate, minimum 4,00 
pounds. The applicable charges to Dermott were $362.50. 


State vs. Interstate Traffic—Weighing 


Alabama.—Question: Referring to your question and ap. 
swer, page 358, August 26 issue, headed, “State vs. Interstate 
Commerce—Reweighing an Incident of Transportation.” 

What is your view respecting the charge to be applied, that 
is, intra or inter state, under the following facts: Shipments 
of cottonseed arrive at X and are weighed by the oil mills 
over their private scales. Under a weight agreement with the 
Southern Weighing and Inspection Bureau, freight charges are 
assessed based upon the weight first obtained, using the marked 
tare of the car. After this has been done and the car is un- 
loaded, same is then light weighed in order to determine the 
weight of the car for settlement with the shipper. 

Is this intra or inter state? 

Answer: The weighing of the car for the purpose of assess. 
ing freight charges, is, under the decision of the Commission in 
Detroit Coal Exchange vs. M. C. R. R., 38 I. C. C. 79, a part of 
interstate commerce, if the origin of the shipments is in an- 
other state than that in which the point at which the shipments 
are weighed is located. 

It would appear, however, from the above referred to case, 
that the weighing of the car for the purpose of obtaining a 
weight for settlement with the shipper is not a part of inter. 
state commerce, in that it is not an incident of transportation, 
or at any rate an incident of the interstate transportation of 
the shipment. See Zulnicker Supply Co. vs. Director General, 
53 I. C. C. 700, the principle of which is applicable to the in- 
stant case. 





Payment of Claims by Receiver 


Alabama.—Question: A claim is filed against a railroad 
which is in receivership, by formal complaint before the Inter- 
state Commerce Commission. Is this sufficient to protect the 
claimant in case the carrier liquidates before the decision is 
rendered, and if favorable decision is rendered, what steps are 
necessary to obtain collection from the receivers? 

Answer: The general rule is that in order for a claim 
against the fund or property in the hands of the receiver to be 
a provable claim, it must be either one which is actionable at 
the date of the receiver’s appointment (Pennsylvania Steel Co. 
vs. New York City R. Co., 198 Fed. 778; National Roofing Tile 
Co. vs. McDonald, 108 A. 726), or a direct obligation at the 
date of such appointment, whether then due or to become due 
(Samuels vs. Drew, 292 Fed. 734 (aff. 286 Fed. 278); Bridge- 
port vs. Aetna Indemnity Co., 99 A. 566), or an unmatured 
obligation at the date of such appointment which has matured 
since that date or which will mature prior to an order of dis- 
tribution (Federal Reserve Bank vs. Eureka First National 
Bank, 277 Fed. 300; Isaac McLean Sons Co. vs. Butler, 227 
Fed. 325). Conversely, claims which are unascertainable and 
nonactionable (Evans vs. Illinois Surety Co., 131 N. E. 262), or 
indirect unnatural obligations (Pennsylvania Cement Co. Vs. 
Bradley Const. Co., 274 Fed. 1003), at such date cannot be 
proved. However, it has been said that the foregoing doctrine 
is one merely of convenience and that it does not apply where 
the estate is more than ample to discharge all claims, Liberty 
Trust Co. vs. Gilliland Oil Co., 289 Fed. 75. 

A claim purely contingent, liability on which has not ac- 
crued and may never accrue, cannot be advanced for a share 
in the distribution (Peo. vs. Metropolitan Surety Co., 144 N. Y.S. 
235), but a contingent claim which is definitely ascertainable 
and which will ripen into maturity during the administration 
so as not to interfere with an early distribution is probably. 
Pennsylvania Steel Co. vs. New York City R. Co., 198 Fed. 721; 
MacPherson vs. Ewart State Bank, 214 N. W. 971. 


Classification of Freight—Difference in Ratings Based on Dif- 
ference in Valuation 


Illinois —Question: Among other castings we manufacture 
“Nickel-Iron-Chromium-Alloy” castings. The percentage of nickel 
and chromium in these castings varies with the individual job, 
and runs from a very small per cent to over fifty per cent. 
We are unable to find where any line of demarcation is made 
in classifying these castings according to the percentage of 
nickel and chrome in the alloy. It does not seem to the writer 
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IPLING wrote-“East is East and West is West; and 
ne’er the twain shall meet’”- referring, of course, to 
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that the same charge should be made for a five and fifty-five 
per cent alloy. 

We should be glad to hear from you if there is an agree- 
ment with the inspection bureaus or some other authority for 
classifying Nickel-Iron-Chromium-Alloy castings as such or as 
rough steel castings according to a minimum of alloy, and 
what this minimum might be. 

Answer: Presumably valuation is the principal difference 
in castings of varying percentage of nickel and chrome in the 
alloy. If so, consideration should be given to decisions of the 
Commission in Union Pacific Tea Co. vs. Pa. R. R. Co., 14 
I. C. C. 545; W. E. Caldwell Co. vs. C. I. & L. Ry. Co., 20 I. C. C. 
412; Classification Ratings on Canned Goods in Official Classi- 
fication Territory, 98 I. C. C. 166; Carr vs. Director General, 
118 I. C. C. 569. 

In “W. B. Caidwell.Co. va. C. I. & L. Ry. Co., 20 1. C. C. 
412, the Commission said that so long as the thousands of 
articles offered for transportation are divided into a compara- 
tively small number of classes for rate-making purposes, it is 
obvious that minute variations in value of different articles, or 
dissimilar values of the same article, cannot be precisely re- 
flected in the classification; that in the absence of evidence 
that the rate resulting from the classification is unreasonable 
or otherwise unlawful, it must fairly appear that a particular 
article is not rated with other articles similar in value, weight, 
and other essential transportation qualities, before the Com- 
mission will require a change of classification. 

In its decision in Classification of Canned Goods, 98 I. C. C. 
166, involving a difference in the rating on certain kinds of 
canned goods based upon value, the Commission gave a resumé 
of former decisions. The Commission said: 


The cases cited by protestants will be found upon analysis to be 
cases where we have said that it was impracticable to prescribe 
lower ratings for the cheaper than for the more expensive grades 
of the same article. For instance, in dismissing McCrory Stores 
Corp. vs. Director General, 55 I. C. C. 423, a case brought by a 
shipper of a cheap quality of cut glass, we said: “It is admitted 
by shippers of all grades of glassware that distinctive descriptions 
have not been found possible.’’ Again, in Union Made Garment 
Mfrs. Ass’n vs. C. & N. W. Ry. Co., 16 I. C. C. 405, we were 
asked to prescribe lower ratings for certain inexpensive kinds of 
clothing, but, after discussing the difficulties that would attend the 
creation and maintenance of such a distinction in classification, 
we said: ‘‘We are apprehensive that an attempt to do so would 
lead to a more unsatisfactory condition on the whole, than the 
present.’’ In the case before us there are no difficulties of this 
character, inasmuch as the commodities under consideration are 
easily separable for classification purposes, and, in fact, have long 
been separately described and rated in the classification. 


In the case last cited above the Commission draws a dis- 
tinction between released rates and actual value rates, stating 
that the purpose of maintaining released rates was that the 
shipper might have the choice of two rates, under the higher 
of which unlimited carriers’ liability attaches and under the 
lower of which the shipper, in consideration of the reduced 
rate, by fair and reasonable agreement declares or agrees that 
for the purpose of claim, in case of loss or damage, the value 
of his shipment is a certain amount, or not in excess of a cer- 
tain amount; that actual value rates, on the other hand, are 
published on commodities upon which the ranges in value are 
so wide that articles covered by the different groups of valua- 
tion are, in fact, different commodities. 

Whether there is such a wide variation in the value of the 
article you ship as to warrant the Commission ordering differ- 
ent ratings based upon valuation, necessarily depends upon the 
facts in the matter. Attention, however, is directed to the 
decision of the Commission in General Alloys Co. vs. A. C. & Y. 
Ry. Co., 157 I. C. C. 733, in which the Commission approved 
the present carload ratings and prescribed the less than carload 
ratings on nickel-iron-chromium castings. 


Freight Charges—Liability of Consignor 


Maryland.—Question: ‘A’ shipped a carload of furniture 
from North Carolina to consignee “B” without signing the no 
recourse provision. The destination carrier delivered this 
furniture without collecting the freight charges. Thirty days 
later, consignee “B” became insolvent. The carrier filed a bill 
for freight charges in the bankruptcy proceedings and 30 per 
cent of the freight charges were obtained from this source. 
“A” had no notice of the delivery without collection of freight 
charges until six months later, when the carrier presented a 
bill for the remaining 70 per cent of the freight charges. Is 
“A” liable for this amount? 

Answer: We can locate no decision of the courts involving 
the liability of a consignor for the balance of freight charges 
where, under bankruptcy proceedings, a portion of the freight 
charges are collected from the consignee. However, inasmuch 
as ordinarily, the person from whom the goods are received 
for shipment assumes the obligation to pay the freight charges, 
and his obligation is ordinarily a primary one, we are of the 
opinion that the consignor can be held liable, in the instant 
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case, for the balance due. See L. & N. R. R. Co. vs. Centr, 
Iron and Coal Co., 265 U. S. 59, 44 S. Ct. 441. See also Weste 
Maryland Railway Company vs. Cross, 123 S. E. 572, in whig 
it was held that the fact that a federal statute forbids a cg 
rier from relinquishing the possession of freight at destinatig, 
without payment of transportation charges, does not Save th, 
consignor from his liability, unless he stipulates therefor j 
the manner provided in the uniform bill of lading. See aly 
Chicago Junction Railway Co. vs. Duluth Log Company, 99 
N. W. 24. 


Damages for Delay Due to Violation of Interstate Commerce Act 


Florida.—Question: An interstate shipment of perishable 
freight originally billed to shipper, advise John Doe, is 4 
verted in transit by shipper as an open shipment to Richar 
Roe at original destination. Due to carrier’s admitted erro 
shipment arrived at destination billed to shipper, advise Richarj 
Roe. John Doe claims that the carrier’s error in billing causeg 
the shipment to be placed at a siding other than his own, where 
it ordinarily would have been placed under standing instruc. 
tions, thereby delaying the delivery of the shipment and result. 
ing in the sale of the shipment at a reduced price. The car. 
rier admits its error in not diverting the shipment as an ope 
shipment, but denies liability, claiming that the reduced price 
at which the shipment was sold was caused by a falling mar. 
ket. The shipper contends that the carrier should pay the 
claim because of its error in billing. 

Answer: In Danzer & Co. vs. G. & S. I. R. R. Co., 69 I. C.¢, 
59, the Commission held that it had jurisdiction to award dam. 
ages to a delay to a shipment resulting in a violation of the 
Interstate Commerce Act. 

As it appears that the injury suffered by the shipper re 
sulted from a violation of the Act, namely, an error in recon 
signment, damages can, in our opinion, be recovered in a com- 
plaint before the Interstate Commerce Commission. Further. 
more, we are of opinion that recovery could be had in a court 
of law, in lieu of a complaint before the Commission. 


Personal Notes 


Sarah O. Seamer, well known in women’s traffic club work 
in St. Paul and New York, has been made commercial agent, 
Universal Carloading and Distributing Company, New York. This 
is said to be the first time a woman has had such a position 
in New York, 

W. T. McNamara has been appointed freight traffic manager, 
Litchfield and Madison Railway, with headquarters in St. Louis. 
He was formerly general freight agent, which position has been 
abolished. W. L. Schneider, formerly general agent at Chicago, 
has been appointed assistant traffic manager, with headquarters 
in Tulsa. W. W. Baum has been appointed general agent at 
Chicago, succeeding Mr. Schneider. 

Baltimore customs brokers have organized under the name 
of the Baltimore Customs Brokers’ and Forwarders’ Association. 
Stephenson Masson has been elected president; John S. Connor, 
vice-president, and Samuel Shapiro, secretary-treasurer. Previ- 
ous attempts to organize Baltimore brokers had failed. The 
group was formed following advocacy of a code for the trade by 
the N. R. A. ; 

Fred. H. Montgomery, local attorney for Cook County, III, 
Illinois Central, has resigned to engage in the private practice 
of law at Clarksdale, Miss. John W. Freels has been appointed 
as his successor, effective October 1. 

The graduating class of the College of Advanced Traffic, 
Chicago, will give a dinner-dance at the Stevens Hotel Septem- 
ber 30. 

R. M. Gross, formerly assistant general freight agent, Lassco 
Lines, has been advanced to general freight agent, with head- 
quarters at San Francisco. 

William J. Fitzpatrick, traffic manager for the May Company, 
Los Angeles, died recently at the age of fifty-seven. He occupied 
the position of traffic manager for the May company and its 
forerunner, Hamburger’s Department Store, for over thirty years. 

George Herbert, assistant general freight agent, D. L. & W., 
at New York, has been appointed assistant vice-president, ac- 
cording to an announcement by Nat Duke, vice-president in 
charge of traffic. E. Morris Sellers has been appointed assistant 
general freight agent, succeeding Mr. Herbert. 

Lewis E. Baker has been elected president of the Travel 
Guild, Chicago, succeeding R. H. Nason, retired because of con: 
tinued ill health. R. T. Judson continues as vice-president 10 
charge of sales and A. C. Elsworthy is the new secretary of 
the company. 
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Doings of the Traffic Clubs 





At a luncheon of the Washington, D. C., Transportation 
Club at the Hotel Raleigh September 21, Frank S. W. Burke, 
assistant superintendent, Metropolitan Police, spoke on “Some 
of My Detective Experiences.” 





The Transportation Club of St. Paul will begin its fall and 
winter weekly luncheons at the Hotel Lowry September 26. It 
will be “Fuel Men’s Day,” with a committee of fuel men sup- 
plying the fuel for the program. 





The Traffic Club of Philadelphia has elected the following 
delegates to the twelfth annual meeting of the Associated 
Traffic Clubs of America in Baltimore October 24 and 25: C. B. 
Sudborough, assistant to vice president, Pennsylvania; H. J. 
Fink, commercial agent, N. & W.; C. W. Pfaff, general agent, 
Lehigh Valley; E. C. Carson, district traffic manager, General 
Electric Company; W. McCracken, general agent, Wabash. 
Alternates are as follows: J. K. Hiltner, president of the club; 
J. W. Babneu, district freight agent, B. & O.; B. M. Croll, 
assistant general freight agent, Reading; F. L. McManus, traffic 
manager, General Refractories Company; W. H. Montgomery, 
secretary of the club. 





One hundred and fifty members and guests of the Detroit 
Traffic Club took advantage of the facilities of Meadowbrook 
Country Club September 12. After a day of golf, prizes were 
awarded winners. Dinner and bridge occupied the evening. 
President W. I. Nokely, traffic manager, Michigan Alkali Com- 
pany, said that “it was the finest party the Detroit Traffic Club 
has staged this year.” 





The opening fall luncheon of the Traffic Club of Kansas 
City was held at the Muehlebach Hotel September 19. William 
L. Vandeventer, United States district attorney, spoke on “How 
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There was music. 


the Government Enforces the Law.” 
second luncheon, scheduled for October 3, L. C. Anderson yjj 
take the members for a trip through Yellowstone National Par; 
and to a “roundup” at Cheyenne. The final golf tournament ang 
banquet of the year will be given at the Hillcrest Golf ang 


At the 


Country Club September 29. 
be given away in prizes. 


More than a hundred dollars wij 





The Traffic Club of Pittsburgh will hold its fall golf outing 
at the Highland Country Club September 28. A variety of prizes 
will be awarded winners in the various events. 





The Oklahoma City Traffic Club held a luncheon at the 
Oklahoma Club September 18. W. W. Bangs was in charge of 
entertainment. 





The fall golf outing of the Traffic Club of Indianapolis was 
held at the Highland Golf and Country Club September 19. It 
was followed by a steak dinner at the club house. Numerous 
prizes were awarded winners in the golf events. Members of 
the Ohio Valley Shippers’ Advisory Board in the city for that 
organization’s regular meeting that day were guests. 





The Women’s Traffic Club of San Francisco will be repre. 
sented at the twelfth annual meeting of the Associated Traffic 
Clubs of America in Baltimore October 24 and 25 by Mrs, 
Beulah Morris, its president. 





The entire slate of officers of the Metropolitan Traffic Asso- 
ciation of New York was renominated at the first fall meeting 
of the year at the Hotel Victoria September 21. These officials, 
who will be reelected in October, are: President, J. E. Sweeney, 
Jr.; first vice president, D. J. McCabe; second vice president, 
Joseph A. Sheehan; secretary, Dennis J. Mullane; correspond- 
ing secretary, Joseph J. Scully; treasurer, John A. Patton; 
financial secretary, Charles Lozier. A series of lectures are to 
be given at coming meetings as follows: “Loss and Damage 
Claims,’ Joseph J. Scully, Johns-Manville Corporation; “Class 
Rates Versus Commodity Rates and Their Relationship,” J. E. 
Sweeney, Jr., Union Carbon and Carbide Company; “Freight 






Lackawanna freight moves fast and on schedules as dependable 
as those of its crack passenger fliers. Two points vital to the 
shipper whether his goods are perishable or not. He can 


depend upon Lackawanna service to deliver his shipments at 


and 


the point of demand in the shortest possible time. 


The modern speedster, pictured above, is one of the reasons. 


Dependability 


Only such titans of power and speed...costly as they are...are 
good enough to meet the exacting demands of the Lackawanna’s 


superb freight service. Satisfied shippers will give you addi- 
tional reasons why they have always preferred the Lackawanna. 


| Lackawanna 


Railroad 








LAC KAWANNA 
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Newest Inland What they tell you 
North Atlantic Seaport about the Santa Fe 


Within 250 miles there reside :— s 
is $O 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United * 
States. 





In all parts of the United States there 
are representatives of the Santa Fe. They 
are there to tell shippers whatever they 
may want to know about the great 
markets in the West, the Southwest and 
on the Pacific Coast; and the kind of 
service shippers will receive from the 
Santa Fe in the transportation of their 
merchandise to those markets with speed 





and safety. 


What they tell youisso. Their instruc- 
tions are rather to understate than to 
exaggerate the advantages of using the 
Santa Fe. Santa Fe's reputation for 








Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 

Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


service is well known to you, call on us 
for whatever information you may need. 


Ship via 


ANTA FE 


One Line All the Way—On Time 


Albany Port District Commission 
74 Chapel Street, Albany, N. Y. . * 
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Classification Procedure,” J. A. Sheehan, American Smelting 
and Refining Company; “Switching and Lighterage,”’ Edward C. 
Forster, Trunk Line Association; ‘Industrial Traffic Manage- 
ment,” Capt. Charles J. Baker, American Smelting and Refin- 
ing Co.; “Procedure in Formal Complaints,” N. J. Edwards, The 
Barrett Company. The first lecture will be given November 2. 
For the first time in its seven years of existence the asso- 
ciation conferred lifetime honorary membership on one of its 
members, E. B. Blair, formerly New York representative of 
the Mobile and Ohio, now convalescing in the south after a 
long illness. 


of the Milwaukee Traffic 
Alleys September 18. 
which will bowl every 


The Bowling League 
its season at Commerce 
teams in the league, 


Club began 
There are ten 
Monday evening. 


Approximately five hundred members and guests attended 


the “Steamship Night” of the Pacific Traffic Association at the 
Palace Hotel, San Francisco, September 12. The program was 


presented by the steamship committee, headed by Vince McMur- 
do. The annual golf tournament will be held at the Lakeside 
Country Club September 28. Nineteen holes of golf will be 
played and there will be music, swimming, and other enter- 
tainment. 





The annual picnic of the Oakland Traffic Club was held at 
Linda Vista Park September 27. A number on the program 


Was a baseball game between the club team and a team repre- 
senting the Pacific 


Association. 


Traffic 


At a lucheon of the Traffic Club of Chicago in the Palmer 
House October 9, C. E, R. Sherrington, secretary, Railway Re- 
search Service, Great Britain, will speak on “The Relationship 
Between Road and Rail Transport in Great Britain.” 





F. E. Scott, general freight agent, Southern Pacific, spoke 
on “Present-Day Transportation Problems” at the first fall 
meeting of the Rail and Water Club, Los Angeles. He stressed 
the importance of considering all types of transportation in 








223 Erie Street 


scheduled sailings. 





PROPOSED SAILINGS FOR OCTOBER, 1933 








Chambers 
Scandrett 


| Chambers 
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GREAT LAKES TRANSIT 
CORPORATION 


Ship your freight via Great Lakes Transit Corporation and have it move on 
Rates all-water and lake-and-rail between Eastern and 
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any effort to find a solution for transportation ills from whic, 
the country is suffering. P. C. Windham, General Steamship 
Corporation, joined Mr. Scott in a discussion of some of the 
current transportation developments and problems at tlie ¢op. 
clusion of the address. H. C. Cantelow, secretary, Los Angele 
Steamship Association, will be the speaker at a meeting Sep. 
tember 25, when “Steamship Transportation Problems” wil] be 
considered. 


TRANSPORT LEGISLATION 


President Roosevelt’s special committee on transportatioy 
legislation held a meeting September 21. This was the firg 
meeting the committee had held for some time. Those present 
included Secretary Roper, of the Department of Commerce, who 
heads the committee; Assistant Secretary of Commerce Johp 
Dickinson, Commissioner Frank McManamy, Coordinator East. 
man, Major General Ashburn, Thomas H. MacDonald, chief o 
U. S. Bureau of Public Roads; Representative Sam Rayburn, 
chairman of the House committee on interstate and foreign 
commerce, and Dr. W. M. W. Splawn, special counsel to the 
House committee on interstate and foreign commerce, and E. B, 
Collins, of the Department of Justice. Senator Dill, chairman 
of the Senate interstate commerce committee, and Jesse Jones, 
chairman of the Reconstruction Finance Corporation, members 
of the committee, were not present. The President’s commit. 
tee, in conjunction with Coordinator Eastman, is making a study 
of the need for further transportation legislation and will sub. 
mit recommendations to the President as a basis for legisla. 
tion at the next session of Congress. 








COMMERCE COUNSEL AND ATTORNEY available for position, 
Extensive experience important I. C. C. and State Commission cases, 
Assistant General Solicitor large eastern railroad last several years, 
Nineteen years’ railroad law and executive experience; Columbia 
University law graduate. Address, Counsel, Apt. 2-B, 150 East i0th 
Street, New York, N. Y. 





POSITION WANTED—Traffic manager or assistant, 
years’ experience, railroad, industrial, import, export, 
familiar with procedure before Commission. Address, 
of Traffic World, Chicago, Il. 
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Regular Freight and Passenger Service SSS 









BETWEEN 
e New York, New Orleans, Boston and San Francisco COMPETITION 
John AND 


A CONSIDERATION 


Was there ever a time in your recollection when serv- 
ice to customers meant so much as it does today? Ac- 
commodate your customers in the Orient by shipping 
their orders faster and more promptly. Ship via Port 
of Seattle and be certain that your Oriental customers 
will be satisfied. It costs no more—usually less—to 
ship the shortest route between the United States and 
the Orient. SHIP VIA SEATTLE. 


The Port of Seattle is one of the most modern ports 
in the world. Write for illustrated book describ- 
ing port facilities and phenomenal growth in tonnage. 
Bell Street Terminal, Seattle, U. S. A. 











Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 












Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Pier 3, North River, New Yerk, N. Y. 


ype ny 
EPowear th 1001 Fourth 8t., 111 W. Washingten 8t., Wg 
<q) re | San Francisco, Calf. Chicage, Il. 
A ttsveame f Long Wharf, 321 St. Chartes St., 
Bosten, Mass. New Orleans, La. 
General Offices: One Federal Street, Boston, Mass. 


Is the Port for the 


GRAIN BELT 


You Can S§ hip Your Grain @ 3,500,000 bushel grain elevator 


W HERE q@ 2 Car Dumpers 
@ 4 Power Shovels 


@ Unloading capacity 180 cars in 10 hours 


























































you want tt 


—WHEN @ Loading capacity 100,000 bushels an hour 
you want it q@ Storage space adequate for the heaviest 


° movement 
via . 
@ Schedules offer fast service to practically all 
HOUSTON foreign or domestic markets 


You are sure of modern facilities at modern 
economies when you ship 


via HOUSTON 
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Docket of the Commission 





NOTE—iItems in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Cemmission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


September 25—Cedar Rapids, Ia.—Examiner Worthington: 
25831—E. Cohn & Son vs. C. R. & I. C. Ry. et al. 
September 25—Dallas, Tex.—Examiner Cheseldine: 
14404—-Atlas Metal Works et al. vs. A. C. & Y. Ry. et al. 
17711—Wyatt Metal & Boiler Works vs. B. & O. R. R. et al. 
* 17638—Moncrief-Lenoir Mfg. Co. et al. vs. A. & S. Ry. 
September 25—Birmingham, Ala.—Examiner Griffin: 
21377—W., 8. Dickey Clay Manufacturing Co. vs. A. & R. R. R. et al. 


et al 


18189—-Birmingham Sash & Door Co. et al. vs. A. & V. Ry. et al. 
September 25—Argument at Washington, D. C.: 
24963—Apache Powder Co. vs. S. P. Co. et al. 
helbina Milling Co. et al. vs. C. B. & Q. R. R. et al. 


25292—S, 
25293 (and Sub. 1)—John B. Busch Bre g Co. et al. vs. C. R. 1 
& P. Ry. et al. 
25530—Tovrea Packing Co. vs. A. T. & S. F. Ry. et al. 
25529—Tovrea Packing Co. vs. A. T. & 8. F. Ry. et al. 
September 25—Chicago, Ill.—Examiner Trezise: 
26051—J, K. Dering Coal Mining Corp. et al. vs. I. C. R. R. et al. 


September 25—Brownwood, Tex.—Examiner Sullivan: 

Finance No. 10022—Joint Application St. L. S. W. Ry. and Stephen- 
ville North & South Texas Ry. for permission to abandon lines 
of railroad in Hamilton and Erath Counties, Tex. 

September 26—Chicago, Ill.—Examiner Trezise: 
9—Swift & Co. vs. T. & P. Ry. et al. 

September 26—Birmingham, Ala.—Examiner Griffin: 
26—Lone Star Cement Co. (Ala.) ws. Santa Fe et al. 

25627—-M. Fies and R. Fies, co-partners, doing business as Fies & 
Sons et al. vs. A. G. S. R. R. et al. 

September 26—Dallas, Tex.—-Examiner Cheseldine: 
25700—Pollock Paper & Box Co. vs. B. & O. R. R, et al. 
September 26—Argument at Washington, D. C.: 
~t gene os. 1)—Ohio-Kentucky Associated Industries vs. Alton 
. R. et 
aeateor 26—Washington, D. C.—Examiner Shinn: 
ourth Section App. No. 1519§, filed by Virginian Ry. et al. 
branches of said company. 
—- 26—Superior, Wis.—Public Service Commission of Wiscon- 
sin: 


en Se 
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Finance No. 9985—Application D. S. S. & A. Ry. for permission 
abandon its line between Marengo Jct. and Superior, Wis. 
Finance No. 10007—Joint Application Northern Pacific Ry. D. gs. 8 
& A. Ry., Wisconsin Central Ry., and A. E. Wallace, receiver ¢ 
Wisconsin Central Ry., for authority to the D. S. S. & ALR 
to operate over the Wisconsin Central Ry. between Marengo Jet. 
and Ashland, Wis.; to operate over the Northern Pacific Ry. by: 
tween Ashland and Superior, Wis., and to construct a conne¢t. 
ing track at Marengo Jct., Wis. 
September 26—Washington, D. C.—Commissioner McManamy: 
13413—Petition of Southern Pacific Co. 
September 27—Chicago, Ill—Examiner Trezise: 
25975—Dryden Rubber Co. et al. vs. B. & O. R. R. et al. 
September 27—Dallas, Tex.—Examiner Cheseldine: 
25886 2 Sub. 1—Magnolia Pipe Line Co. vs, A. T. & S. F. Ry, 
et al. 
September 27—Washington, D. 
Fourth Section Application 
land, agent. 
September 27—Moline, Ill.—Examiner Worthington: 
18770—Moline Consumer's Co. vs. C. B. & Q. R. R. et al. 
21223—Traffic Bureau, Moline Association of Commerce, et al. vz, 
A. & E. R. R. et al. 
21020—Traffic Bureau, Davenport Chamber of Commerce, et a), 
vs. A. & E. R. R. et al. 


September 28—Dallas, Tex.—Examiner Cheseldine: 
as fn ~ ag 1i—Albuquerque Natural Gas Co. et al. vs. Alton 
4 et al. 
25684—-Community Natural Gas Co. vs. C. R. L.& P. Ry. et al. 
September 28—Chicago, Ill1—Examiner Trezise: 
|, & S. Dkt. No. 3861—Coal, Springfield District to Peoria-Pekin, I], 
23130—Intrastate rates on bituminous coal between points in Illinois 
September 28—Osage City, Kan.—Examiner Sullivan: 
Finance No. 9944—Application A. T. & S. F. Ry. for permission to 
—— line of railroad extending from Quenemo to Osage City, 
ans. 
September 28—Washington, D. C.—Director Bartel: 
3666—In the matter of regulations far transportation of explosives 
and other dangerous articles by water (further hearing). 


September 28—Seattle, Wash.—Dept. of Public Works of Washington: 
Finance No. 10066—Application Northern Pacific Ry. Co. for per- 
mission to abandon its line between Cascade Junction and Black 
Carbon, Wash. , 
September 29—Columbia, S. C.—Examiner Griffin: 
771—Lexington Lumber Co. et al. vs. A. C. L. R. R. et al. 
September 29—Dallas, Tex.—Examiner Cheseldine: 
25678—E. B. Lindley vs. G. C. & S. F. Ry. et al. 
September 29—Chicago, Ill—Examiner Worthington: 
25595—Illinois Coal Traffic Bureau vs. A. & W. Ry., et al 
26021—Illinois Coal Traffic Bureau vs. A. & W. Ry. et al. 
September 30—Chicago, Ill._—Examiner Worthington: 
*25941—Illinois Cork Co. vs. A. C. & Y. Ry. et al. 


C.—Examiner Boat: 
No, 15235, as amended, by F. A. Ie. 
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FOR PROTECTION AGAINST 
SHIPPING DAMAGES—USE 


Kimpak 


REG.U.S. PAT. OFF. & FOREIGN COUNTRIES 


Crepe Wadding 


Comes in rolls, sheets, pads to fit any 
need—write for samples and prices. 
KIMBERLY-CLARK CORP. 


Address nearest sales office: 


8 S. Michigan Ave., Chicago 122 E. 42nd St, New York City 
510 W. Sixth St., Los Angeles, Calif. 








NO FRILLS—just practical ‘‘Engineered Transportation.’’ 
transportation by saving 30% to 50% over present costs. Use Fruehauf Trailers. 
Ask for analysis and cost estimate. 


FRUEHAUF TRAILER COMPANY, 10980 Harper Ave., Detroit, Mich. 


FRUEHAUF TRAILERS 


er AGINCCH ed DJran wortation 






























Make money on your 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 










Get this 
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“SPHIS bookl 
after photos’ of numerous cases which | 
of. It also shows my container clinic where | diagnose 
cult cases—and explains my famous S 
used daily by thousands of manufacturers in all lines of busi- 
ness to protect their merchandise against shipping sickness. 


rt of this Steelstrap treatment of mine is that it 
is not only painless but pleasant to take, because savings 
in container and freight costs more than offset the expense 
of ~~ You need a copy of My STRAP-BOOK in 
4 ipping department—for what it will save you in 

4 money and trouble. Write for it today. No obligation.” 
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’M A PACKING and 
SHIPPING SPECIALIST 


Here’s proof that my pre- 
scriptions save money. 


My STRAP-BOOK, shows ‘before and 
ae 


teelstrap treatment, 


DOC. Steelstrap 





ACME STEEL COMPANY 


REAL 
SALARY 
INCREASES 


TRAINED 
or ‘TRAFFIC 
MEN 


How men in routine traffic work have increased 
their earning power through expert training. 


Every traffic employee today should 
realize that Traffic M ement — as 
iced by men of thoroug a 
offers very substantial opportunities. The 
Traffic Manager whois really skilledin the 
technique of his profession commands a 
large salary and high standing in his com- 
pany because his work affects vitally the 
most intimate elements of the business. 
Upon him depends the flow of produc- 
tion and distribution. Through lowered 
costs, prevention of losses, better pack- 
ing, quicker deliveries, and in scores of 
other ways he effects enormous savings 
for his employer. He is consulted on loca- 
tion of branches, warehouses, new plants, 


and additional sources of raw material. 
His intelligent handling of cases before 
the Interstate Commerce Commission 
often results in economies for his em- 
ployer running into the tens of thousands 
of dollars. Our interesting 64-page book, 
“Opportunities In Traffic Management,”’ 
tells the complete story. Every traffic 
or railroad employee should read this 
book. Send for it today. Learn how 
LaSalle home-study training in Traffic 
Management has helped many men up to 
the bigger-pay traffic positions. Write 
us today for all the facts. Your inquiry 
will not obligate you in the slightest. 
Address 


LaSalle Extension University, Dept. 995-TA, Chicago, IIl 


Making Business 
Better 


Increasing business for the manufac- 
turer and wholesaler is largely a ques- 
tion of being able to supply the right 
merchandise at a reasonable price at the 
right time. Delayed deliveries mean ir- 
ritated customers and, often, lost sales. 


Make sure of prompt deliveries by main- 
taining adequate stocks of merchandise 
in our well located warehouses, where 


experienced, efficient service is always 
at your command. 


Write for full information, without ob- 


ligation. 


CROOKS TERMINAL 
WAREHOUSES 


CHICAGO 


417-437 W. Harrison St. 
429-449 W. 14th Place 
5801-5967 W. 65th St. 


KANSAS CITY 
1100-1112 Union Ave. 
1201-1213 Union Ave. 

1411-1417 St. Louls Ave. 


LOS ANGELES : 
Ninth and Alameda Streets 


Overland Veluinal Wascheuss Co. 








































STEAMER 


OAKMAR 
ALAMAR 
VERMAR 
FLOMAR 
LOSMAR 







STEAMER 


PORTMAR 
PENNMAR 
TEXMAR 
CALMAR 
YORKMAR 
OAKMAR 
ALAMAR 





Baltimore, Md., 
Chicago, {ll., 140 









CALMAR LINE 


INTERCOASTAL SERVICE 


Atlantic Coast 
Baltimore—Pier 7. Port Covington, 


Western Md. Ry. 


Philadelphia—Pier 27-N, Reading Co. 














Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


For information regarding rates, etc., apply to nearest office: 


MOORE & McCORMACK CO., INC., Gen. Agts. 
15 S. Gay St. 


Detroit, Mich., 544 Book Bullding, Wash- 
ington Bivd. and Grand River 

New York, N. Y., 5 Broadway 

Philadelphia, Pa., Bourse Bidg. 

Pittsburgh, Pa., Oliver Bidg. 


commodate them. . — 
if you ship VIA SEATTLE and the Amer- 


ican Mail Line. 


An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules regu- 
lar as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. 


AMERICAN 


76 offices in 22 countries at your service 





WESTBOUND SCHEDULE 
ARRIVES 


Seattle 


and 


REGULAR PIERS 


Pacific Coast 
Los Angeles Harbor... Berth 145, Wilmington 
TLE Howard Terminal 
Portland, Ore......... No. | Oceanic Terminal 





San Francisco........ Pier No. 50A 
PN 60.0 0008K000008 Atlantic Dock Terminal 
EASTBOUND SCHEDULE 
SAILS ARRIVES 







San Baltimore 


Francisco 
Sept. 22 Oct. 23 


Sept. 30 
Oct. 8 
Oct. 21 
Oct. 28 
Nov. 4 
Nov. 18 


Nov. 1 
Nov. 9 
Nov. 22 
Nov. 29 
Dec. 6 
Dec. 20 








SWAYNE & HOYT, LTD., Agents 

Los Angeles, Cal., 410 Chamber of Com- 
merce Bldg. 

Oakland, Cal., Ist and Market Sts. 

Portiand, Ore., 917 Board of Trade Bidg. 

San Francisco, Cal., 215 Market Street, 
Matson Bidg. 

Seattle, Wash., 1519 Railroad Ave., South 


S. Dearborn St. 
































Buyer Said: 


—and he spoke in accel ig ship- 

ers think that because we are far away, 
a don’t know the value of time.” DON’T 
FORGET! Buyers and merchants in the 
Orient want merchandise shipped from 
America the shortest, fastest way. You'll ac- 
. and please them . 


For information, apply desk No. 6 


21 West Street... .ccccccccees New York 

1714 Dime Bank Bldg..........++. Detroit 

110 So. Dearborn St......-..---+. Chicago 

Union Trust Bldg. Arcade....... Cleveland 
General Freight Office 

740 Stuart Building.........-.++++- Seattle 


srttttTett 
SH 


MAIL LINE 


ett $f 
wien 


PAGE 532 


BUFFALO, N. Y. 


LARKIN TERMINAL WAREHOUSE 


Buffalo's most modern warehouse. We 
store, distribute and forward general 
merchandise. Lowest Buffalo insurance 
rates. 125-car track capacity on Erie 
and New York Central Railroad. 


Lettkt tt Co tue. 
J. E. Wilson, Vice-Pres. 


HARTMAN’S EASTERN FREIGHT RATES | 


Class Rates and Percentages between 


New York, Cleveland, Rochester, Philadelphia, Cincinnati, 
Buffalo, Boston, Detroit, Syracuse, Baltimore, Pittsburgh, 
Chicago and other points of origin, and Official and 
Southern Classification Territory. 

Sent on Approval 732 Federal Street $18.00 per year 
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TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmission Cases and 
Departmental Service Commerce 
713 Mills Bldg. cals 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuatiens 
643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


PRESERESSSSSSCHESESSSERESESEEREEEESRSSEERe Ee ReeeeeeeeeeEs 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 


Attorney-at-Law and Certified Public Accountant 
(Illinois) 


S izing in 
INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES 


1721 Morton Building 208 W. Washington St. § 
CHICAGO, ILL. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


°, —————— 
T AR (O) Porr Cries 3 
8 Iucana CiTies ; 
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DIRECT 
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October 2—Houston, Tex.—Examiner Cheseldine: 
25847—Trinity Package Sales Co. vs. T. & N. O. » R. et al. 
25772—Houston Oil Co. of Tex. vs. Mo. Pac. R. R. et al. 
October 2—Chicago, Ill.—Examiner Trezise: 
* 22298—The Graver Corp. vs. E. J. & E. Ry. et al. 
October 2—Roanoke, Va.—Examiner Brennan: 
23663 (and Sub. Nos. 1 to 3, and 5 to 10)—Staunton Brick Co, yg, 
y 
23842 (Sub. No. 1)—State Corp. Commission of Va. vs. C. & 0, Ry, 
a ah (and Sub. Nos. 1 and 2)—Crompton Shenandoah Co. vs, ¢ 


24169—Mead Paperboard Corp. et al. vs. C. & O. Ry. 

25615—City of Staunton, Va., vs. C. & O. Ry. 
23817—Southwestern Virginia,’ Inc., et al. vs. N. & W. Ry. 

23653 (Sub. No. 4)—Kimbalton Lime Co. vs. N. & W. Ry. 

23805 (and Sub. Nos. 1 to 7)—Leas & McVitty, Inc., vs. N. & W. Ry 

23842—-State Corp. Commission of Va. et al. vs. N. & W. Ry 

October 2—Holton, Kans.—Examiner Sullivan: 

Finance No. 10060—Application Union Pacific R. R. for a certificate 
permitting abandonment, construction, and operation of lines of 
railroad in Kansas. 

October 2—Washington, D. C.—Examiner Weems: 

hio Lime Manufacturers et al. vs. Pa. R. R. et al. 

October 3—Washington, D. C.—Examiner Disque: 

1. & S. 3543—1st supplement—Specifications for baskets used jn 
the transportation of fresh fruits and vegetables in Official, South. 
ern, Western and Illinois Classification territories. 

October 3—Houston, Tex.—Examiner Cheseldine: i 
25830—Alamo Refining Co. vs. T. & P. Ry. et al. 

October 3—Washington, D. C.—Examiner Shinn: i 
Fourth Section App. No. 14500, filed by Agent Fonda. ; 
Fourth Section App. No. 14739, filed by Agent Fonda. a 

October 4—Argument at Washington, D. C.: 

1. & S. 3780—Grain and products to C. & O. branch lines. 

October ge a oy Ia.—Examiner Snider: 

Il. & S. 3908—Sugar Gulf ports to Upper Mississippi River points. 

October 5—Louisville, Ky.—Examiner Glenn: LII 
25953—Louisville Cement Co. vs. Pa. R. R. et al. , . 

October 5—Lake Charles, La.—Examiner Cheseldine: 
23109—-Lake Charles Rice Milling Co. of La., Inc., vs. A. & §, 

Ry. et al. (further hearing). 
Omeier 5—Argument at Washington, D. C.: 
& S. 3843—Coal from Indiana to Illinois. 

ieene ae -T.-K, R. R. vs. K. C. Terminal Ry. 

October 5—Washington, D, C.—Examiner ~ 
25943—Adolph Gobel, ‘Inc., va. B. & O. BR. KR. ot al. 

October 5—Milwaukee, Wis.—Examiner Taylor: 
25734—-Seaman Body Corporation vs. C. & N. W. Ry. Co. et al. 

October 5—Harrisburg, Pa.—Examiner Crowley: 

25970—W. A. Case and Son Manufacturing Co. vs. B. & O. R. R. 
et al. 

October 6—Harrisburg, Pa.—Examiner Crowley: 
20828—Lebanon Steel Foundry vs. Pa. R. R. et al. 

October 6—Danville, Va.—Examiner Brennan: 
24240—Fieldale Mills et al. vs. Virginian Ry. et al. 
24482—-Danville Chamber of Commerce et al. vs. C. & O. et al. 
25947—-Danville Chamber of Commerce, Inc., et al. vs. C. & O. Ry. 


et al. 
23338—Fieldale Mills et al. vs. N. & W. Ry. 
October 6—St. Joseph, Mo.—Examiner Sullivan: 

Finance No, 9995—Joint application St. J. & G. I. Ry. and C. R.L 
& P. Ry. for permission to abandon operation over lines of rail- 
road in Doniphan County, Kans. 

October 6—Argument at Washington, D. C.: 

l. & S. 3791—Switching charges at Texas points. 

25505—Ft. Worth Frt. Bureau et al. vs. C. R. I. & G. Ry. et al. 
October 6—Milwaukee, Wis.—Examiner Taylor: 

26050 (and Sub.‘ 1)—Herman Reel Co. vs. Canada Atlanta Transit 
Co. of the U. S. et al. 

October 6—Philadelphia, Pa.—Examiner Fleming: 

25614—Thos. H, Jaggers, under the firm name and style of Thos. 
Jaggers Coal Co. et al., vs. C. R. R. of N. J. et al. 

20805—Tri-County Coal Dealers’ Assn. et al. vs. A. C. R. R. et al. 

October 6—Jefferson City, Mo.—Examiner Wilbur: 

25743—State Highway Commission of Missouri vs. A. T. & S. F. 

Ry. et al. 
October 6—Terre Haute, Ind.—Examiner Maidens: 
25688—Princeton Mining Co. vs. A. W. & W. Ry. et al. 
October 6—St. Joseph, Mo.—Examiner Snider: 
24768—Mitchelhill Seed Co. vs. A. T. & S. F. Ry. et al. 
October 6—Nashville, Tenn.—Examiner Glenn: 

1. & S. 3892 and 1st and 2nd sups.—Carload minimum weight on 

brick in the south. 


INCREASED FREIGHT LOADING 
Revenue freight loading the week ended September 16 
totaled 652,016 cars, an increase of 80,629 cars over the pre- 
ceding week and an increase of 64,770 cars over the correspond- 
ing period of last year. 


(further hearing), 


QPuTNAN 


From—Stamford, South Norwalk, Bridgeport 
New London and Norwich, Conn. 

To—. F. A., W. T. L., Inter-Mountain, 

Carolinas, South and Southwest 

Vig—CLYDE, OLD DOMINION, SAVANNAH, 

MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 
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